






weer ae 


es we 


alld 








Juty 4, 1879] 


THE RAILROAD 








FRIDAY, JULY 4,.1879., 





Rules of the Railroad Board of ‘Arbitration. 





At a meeting of the recently-appointed members of the 
Board of Arbitration of the Joint Executive Committee of 
Eastern and Western railroads (Charles Francis Adams, Jr., 
David A. Wells and John A. Wright), the following rules 
were adopted : 


The parties concerned in the matter to be referred to ar- 
bitration shall in all cases put in writing astatement of facts, 
supported by such arguments and statistics as they may see 
fit to present, and shall transmit the same to the 
of the Joint Executive Committee. 

On receipt of the foregoing statement, the Chairman of 
the Joint Executive Committee shall s y in writing the 
exact question or questions which are to be passed upon by 
the Board, and transmit the same to it at once, together 
with all the statements submitted, or other information in 
his ion relating to the matter in dispute. 

The Board of Arbitration shall, as soon as may be, after 
such papers are received by it, meat for the consideration of 
the case, and shall either decide the same or make such 
order in regard to procuring further information or having 
oral hearings as may seem necessary. 

The final decision of the Board, when arrived at, shall 
forthwith be transmitted by it to the parties interested and 
to the Chairman of the Joint Executive Committee, 


Train Brakes for Freight Cars. 


At the Master Car-Builders’ Convention in Chicago a com- 
mittee report was presented on Train Brakes for Freight 
Cars, which called out a somewhat extended discussion. 
The report was as follows: 

REPORT. 
To the Master Car-Builders’ Association : 


Mr. PRESIDENT AND GENTLEMEN: Your Committee on 
Train Brakes for Freight Cars would submit the following 
report : 

Vhen this subject was first put upon the list for considera- 
tion by this Association, and a committee appointed (in 
June, 1876,) to report upon it at the next meeting, the whole 
matter was considered by some a myth, afancy of the brain, 
well enough in theory, but too imaginary ever to be re- 
duced to practice. And your committee were of the opinion 
that the task imposed was a singular one, inasmuch as it 
required a report upon something that had no existence in 
fact. 

After communication with prominent railroad men as to 
the desirability of such a device the committee gave an out- 
line of what was indispensable, in their judgment, to secure 
the general adoption of any freight train brake, as follows: 
First, that an automatic brake should be so constructed as to 
be applicable and operative on one or more cars in a train 
without any other connection with the engine than the ordi- 
nary coupling between the cars. Said brake should: be so 
simple in construction, reliable in operation, and inexpensive 
to apply and maintain, that it needs only to be seen to be 
appreciated. 

Second. Every locomotive and tender attached to a train 
should be provided with a steam brake always ready for 
application. 

he proposition thus set forth, seemed to the incredulous 
even more visionary than the original one, and placed the 
desired object beyond the range of possibility. n account 
of such discouraging views by practical men, and the mag- 
nitude of the obstacles to be overcome, but little apparent 
progress was made toward the solution of this important 
problem, previous to our last report. 

Notwithstanding these discouragements there has been a 
systematic effort made to impress upon the minds of invent- 
ors, the importance of bringing their inventions up to the 
prescribed standard. 

And it is a matter of congratulation, that such decided 
advancement has been made during the past year, both in 
brakes, to which your attention has already been called, as 
well as new inventions brought out. 

Several models have been presented which apparently 
possess great merit, and in urder to test their good qualities 
and detect their faults (so that they may be remedied), thereby 
developing a reliable freight train brake independent upon 
any car to which it is applied, your committee recommend 
that trial trains be fitted up with the Pallman & Stewart 
improved brakes, and any others poses equal merit, each 
test to be witnessed by a committee appointed by this asso- 
ciation, and as many of superior officers as can conveniently 
attend the same. 

Should this be done, it is quite probable that before 
another annua! meeting of this association, a practical 
freight train brake will be an established fact. 

In conclusion, your,committee would say they attended 
one trial of a freight train brake the past season, which made 
fair stops on straight track. Being applied to only one car 
and crudely at that, it did not prove as satisf: ry as de- 
sired. This brake has since been much improved. 

All of which is respectfully —— 

C. E. GAREY, . 
Geo, HACKETT, { Committee. 


DISCUSSION, 


The report having been read and accepted was submitted 
for discussion. 

Mr. C. E, Garey said that the brake referred to in the re- 
port as tried was the Stewart brake, operated in connection 
with the buffer and by friction upon theaxle, The first trial 
had been imperfect and hardly satisfactory, though good 
stops were made on straight track. He urged the import- 
ance of making tests; parties interested offered to put 
on the brakes at their own cost and pay for detention of cars 
if required. The true way was to e tests and, if neces- 
sary, combin> several to makea good, effective, working 
rake. 

Mr. ADAMS hardly thought an effective train brake for 
freight use possible, though it would be a good thing. Be- 
fore making tests as proposed by the Committee it would be 
necessary to secure permission from some com to use its 
road. To make the recommendation fora trial de ite some 
road should be selected, and he thought the New York Cen- 
tral the best. He did not believe, however, that a train 
brake for freight was practicable, owing to the great diffi- 
culties presented by the system of interc’ g cars, and 
the impossibility of getting the roads to unite in the adop- 
tion of one device, which would be to make it of 


any use. He would also want some security for ent of 
the expenses of the tests, if made, as it was often difficult to 
settle these matters. Nothing would be done unless these 
matters were settled beforehand. 


Mr. Hopxins thought that matters of detail might well be 
left tothe Committee. _ He strongly approved of the recom- 
mendation that an effective brake should be independent ; 
that is, that it should operate on one car without con- 
nection with other cars or with the locomotive. This was cer- 
tainly practicable, and the Association would much assist 
the production of the desired apparatus by marking out the 

conditions, 

The PRESIDENT thought that the matter of tests might be 
prrenqes with the Western Railroad Association, which had 

rovisions made for testing inventions upon certain condi- 

ions. He urged the importance of having the Master Car 
Builders take action. If a brake acting independently could 
be , the interc'! ing of cars Woulll beasans few or 
no difficulties, especially if the various brakes in use embodied 
the same essential idea. 

Mr. Apams doubted the bility of making arrange- 
ments with the Western Rai Association for tests, 

Mr. Hopkins eaid that that Association had lately made 
special provision for trials of inventions. 

Mr. J. H. Raymonp, Secretary of the Western Railroad 
Association, being introduced, said that the construction and 
maintenance of cars was one of the most important ques- 
tions connected with railroads, His Association had held it 
part of its duty to offer every facility for testing new inven- 
tions, The owner of any improvement could file a descrip- 
tion in his office and de $100, when the improvement 
would be submitted to the board of directors and, if ap- 

roved by them, referred to a committee of five experts to 

examined and tested. The tests would be thoroughly 

se. Seven or eight of these investigations were already 
rogress. 

r. ADAMS suggested that a committee be appointed to 
confer with the Western Railroad Association, and have the 
tests made. 

Mr. OrttTon thought that they were not quite in a position 
to go so far yet. The committee should accept any inven- 
tion offered, but should require the inventor to guarantee 
the expense or fee, provided it was thought well to order a 
test made. The fee of $100 should be required before any 
action was taken as to teste. 

Mr. C. A. Situ thought that they should first confer with 
the managers of their respective roads, in order that they 
might act in harmony with them. In many things their 
ae would have had more weight if they had gone directly 
to their managing officers. 

Mr. OrtTTron urged that tests should be first made before 
going to headquarters. Then they would know what they 
were talking about, and have something tangible to present. 

Mr. Hopkins thought that as the importance of the mat- 
ter was acknowledged by all, and the inventors were willing 
to provide for the expenses of tests, a determined effort 
should be made to secure a trial. 

Mr. OrtTron proposed that a committee be appointed to 
receive applications from inventors in connection with train 
brakes, and to settle with the inventors as to the expenses 
before making application to the Western Railroad Associa- 
tion for tests. 

On motion of Mr. C, E. GAREY, seconded by Mr. Hopkins, 
the following was unanimously adopted: 

“Resolved, That a committee of three be appointed for the 
coming year upon the subject of train brakes; which com- 
mittee shall, if Doping on take steps toward the thorough 
practical test of such brakes as shall seem to the committee 
worthy of such experiments; the committee to confer and, 
if desirable, to codperate with the Western Railroad Asso- 
ciation.” ~ 

On motion, the old Committee on Train Brakes for Freight 
Cars w2s then continued for another year, with the addition 
of Mr. L. Garey, President of the Association. 


Boiler Construction. 


[Report of the Committee on Boilers of the American Master 
Mechanics’ Association, submitted at the convention in Cincin- 
nati, May —, 1879.) 

To the American Railway Master Mechanics’ Association; 

GENTLEMEN: At your last convention held in Richmond, 
Va., May 14, 15 and 16, 1878, the Committee on Boilers was 
continued, and requested to make further investigation in 
reference to the best material for locomotive boilers, the 
best method of construction, and the best form and pro- 
portions for any specified service, and any kindred matters 
that might seem of sufficient importance to them to bring 
to the notice of the Association. 

Many or all of the different branches of this subject have 
been presented in the reports heretofore made to the annual 
conventions, and in them, and in the discussion which fol- 
lowed were so fully explained that your committee find it 
difficult to present to your notice new facts on the subjects 
assigned us for investigation. We issued a circular setting 
forth some of the points upon which we desired information 
aud the opinions of those addressed, Our first question was 
as follows: 

* It is important to know what is the best material for 
the several parts of locomotive boilers (state the kind of 
Suel used); whether iron is more liable to corrosion than 
steel; which of the two is more liable to furrow at seams, 
corners, braces, and at the top of the mud-ring, and to 
‘pit’ in the bottom of the cylinder part of the boiler on the 
water side of the sheets? It is desirable to know the cause 
of this pitting and the remedy.” 

In answer to these inquiries we have received conflicting 
reports as tothe best material for the shell of the boiler. 
On this part of our subject Mr. 8. J. Hayes, Superintendent 
of Motive Power of the Illinois Central Railroad, who is 
one of the members of your committee, makes the follow- 
ing report: 

** Tilinois Central Railroad Machinery Department, 
*“CuicaGo, May 8, 1879. 
“R. Wells, Esq., Chairman Committee on Boilers, Am, 

Ry. M. M. Association : 

‘DeAR Sir.—By reason of the pressing requirements of 
my regular duties, I have been able to give but little thought 
to the subject of your circular, and in replying to it at this 
late date, am only able to give an outline of my recent ex- 
perience with boilers on this road. ; 

‘*¢The best material for the several parts of locomotive 
boilers.’ This subject, having been so thoroughly canvassed 
in former reports leaves me but little new ground to work 
upon, and allowance must be made if some of the ideas ad- 
vanced should be found in former reports, In my opinion a 
good quality of iron is preferable to steel for cylinder 
part of boilers. In former reports I have recommended the 
use of steel for the entire boiler ; but recent experience has 
led me to believe that steel is not so well adapted for the 

linder part of the boiler as a good quality of iron. 

here are several engineers now in service on this 
road with boilers built in 1856, the outside shells of which 
were made of Low Moor iron. These boilers have been in 


service 23 years, and there is but little sign of corrosion or | 


pitting in the sheets. The sheets in the bottom of the cylin- 
r 


of these boilers have never been renewed, and are | 
to all appearances in good condition at present. In 1874 we | 
built two new boilers. The shell of one of these was made of | 


a high grade of steel, the other of iron. Both engines were 





put in the same service on the same section of the road, and 
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made equal mileage. When the flues were removed the 
steel boiler was found to have suffered the most from corro- 
sion, and was pitted to such an extent that it was found 
necessary to put lining plates on the inside along 
the bottom of the cylinder part to tect it from 
further corrosion, The shell of the m boiler was 
somewhat corroded but not nearly so much as _ the steel one, 
Another boiler built in 1876 of “open hearth” steel after 
running 73,166° miles on a section of the line where the 
water is not considered bad was found to have been pitted 
and corroded in the bottom of the cylinder part. At one 

oom near 7 re pay back of ep flue vaya as ow wa 

. long, and var rom ,, to , of an inch 4 
been formed during the short time the boiler was in service. 
At another place, close to the front flue sheet, and directly 
cppante the hand-hole used for w: out that portion of 
the boiler, ye apt + in length, 1 in. width and about 

1, of an inch in depth, was eaten out of the metal. All of 
the steel boilers built by this ei! within the 
past five five gone have been pitted and furrowed at the 
seams from the effects ot corrosion to a much greater 
extent than boilers the shells of which were made of a good 
quality of iron. This experience has led me to believe that 
Low Moor or any other good quality of iron is better adapted 
for the cylinder part of boilers on this line than steel plates. 
The investigations of committees appointed to inquire into 
the causes of pitting and other forms of corrosion on the in- 
side surfaces of boilers have shown that these effects are the 
result of the combined action of mechanical and chemical 
forces. The necessarily rigid construction of a boiler not ad- 
mitting of any allowance for expansion and contraction, the 
various seams, and portions of the sheets near them, are sub- 
jected to severe strains, These strains concentrated at the 
seams in the course of time disturb the grain or fiber of the 
metal, after which the chemical action of the salts and acids 
contained in impure water produces a furrow which rapidly 
destroys the sheet. The pitting or local corrosion on the 
inside surface of the sheets, generally found in places where 
the effects of expansion end contraction are not severely 
felt, appears to be the result of imperfections in the surface, 
arising in the manufacture of the plates, which expose the 
metal underneath to the corrosive action of the impurities in 
the water. It being impossible to provide against the de- 
structive effects of unequal expansion and contraction, at- 
tention has been given mainly to the prevention of the cor- 
rosive action resulting from an accumulation of scele. Be- 
lieving that the evil effects of impurities containgd in the 
water can be greatly diminished by a thorough and regular 
system of washing out boilers, 1 have adopted a plan w ich, 
after two years operation, has proved successful, The ac- 
companying figs. 1 to 6 will serve to convey an 
idea of this arrangement as in use at our princi ] 
shops. A 2!¢ in. pipe hung from the roof trusses is car 
completely around the engine-house in a line directly over 
the back domes of the engines as they stand on the pits and 
provided with a stop-valve at each pit. This pipe has direct 
connection with a large steam pump, which supplies a heavy 
pressure of water. Each engine is provided with a crown 
wash-pipe Band an attachment A for washing the bottom of 
the cylinder part of the boiler, These devices ure both shown 
enlarged on the engravings figs. 5 and 6, On the a: rival of an 
engine after making a trip, connection is made with a steam 
hose from the 2!¢-inch pipe overhead toa globe valve on 
the back dome, and steam draw. from the boiler is conveyed 
toa large supply-water tank. The temperature of the wa- 
ter remaining in the boiler is lowered gradually by introduc 
ing a stream of cold water, and the boiler is cooled evenly 
and without being subjected to the strain of unequal con- 
traction, 

** After the boiler has become cold the water is drawn off. 

‘* Connection being made between the pipe overhead and 
the crown-sheet wash-pipe, a powerful stream is thrown in 
jets over the crown sheet, which quickly and thoroughly re- 
moves any incrustation which may have formed there dur- 
ing the trip. When the crown-sheet has been cleaned the 
hose is attached to theshell-wash-pipe, and the accumulation 
of mud and scale in the bottom of the cylinder part of the 
boiler thoroughly washed out, This operation is repeated 
every round-trip, and the result is that the boilers are kept 
comparatively clean—the crown-sheets absolutely so. A 
water pressure varying from 70 to 100 lbs, per square inch 
is found necessary to dislodge the incrustation and remove 
it from the boiler. Since this system of washing out has 
been in operation a noticeable reduction in the expense of 
boiler repairs has been effected, 

‘* A device designed to purify the feed-water has been ap- 
plied to some of the locomotives on this road.* In applying 
it to an engine in service the forward dome is loosel lled 
to the ring with scrap iron supported on a grating placed at 
the bottom of the dome. This iron is heated to a high tem- 
perature by the steam which circulates freely through the 
spaces between the variously shaped pieces. The feed 
water, instead of being introduced at the usual place on the 
side of the boiler near the front flue-sheet and below the 
water level, enters the boiler and is delivered in a spray or 
in thin sheets in the steam space near the top of the dome, 
and falls directly on the highly heated pieces of metal with 
which the dome is filled. In trickling through and among 
these pieces of metal the lime, salts and other impurities 
held in solution are precipitated and adhere to the scrap, 
the water passing on through into the boiler in a compara- 
tively pure condition. The device has been patented in 
this country and in Europe. The rcale deposited in the dome is 
removed at intervals of about one month (this, however, de- 
pending on the nature of the service in which the engine is 
employed and the quality of the water) by taking off the 
dome cap, removing the incrusted scrap by hand, and scrap- 
ing out the dome, which is then refilled with clean scrap or 
any other suitable substance to which the deposits will ad- 
here. The average quantity of scale removed from the dome 
of an engine thus equipped per 1,000 miles run on the Chi- 
cago Division of this road is 40 Ibs., and C estimate that an 
equal quantity of mud, in addition to the amount ordinarily 
removed by washing, is washed out of the boiler during the 
same time, making a total amount of 80 Ibs. of impurities 
removed per 1,000 miles run by the use of this device. It is 
noticeable that when this arrangement is applied to a boiler 
a much greater quantity of mud is washed out than when 
the engine was running without it. This effect is the result of 
retaining the mineral impurities in the dome; the particles of 
earthy matter which pass through the dome do not harden or 
form scale by themselves, and when separated from the 
mineral impurities as they are by this device, settle freely 
| at the bottom of the cylinder part and leg of te boiler, from 
| which places they are easily removed by washing. 

‘* At places on the line where there are no facilities for 
| properly washing out boilers, and where the scale is allowed 
| to accumulate until it becomes necessary to remove the flues 
for the purpose of cleanin the boiler, the sheets in the bot- 
tom of the cylinder part of the boilers rapidly waste away. 
To protect these sheets against corrosion and the wear re- 
sulting from the movement back and forth from the motion 
| of the water in the boiler of the impurities which settle on 
them, I have had lining plates of common iron about ;, of 
an inch in thickness and 36 in. in width, fitted to 





* Iilustrated in the Railroad Gazette of May 23 
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have had liners put in sev- 


Respectfully, “8, J. Ha 
PE. i ancomery of Machinery.” 
On this subject your present also the opinion of 





Fig. 1.—Plan of water works and blow-off pipe. 
Fig. 2.—Elevation of water works, enlarged scale. 












Machine Shop 
Sa trie | 











Fig.G. 


cylinder 








Mr. William Fuller, General Master Mechanic of the At- ening the shell of the boiler at the base of the dome bracing 


lantic & Great Western Railroad, in reference to this sub- 


Says: 

Jerwith the experience which the Atlantic & Great Western 
Railroad has had with various kinds of metals for locomo- 
tive boilers and fire-boxes, we prefer a first-class homogene- 
ous steel for inside shell, fire-box and cylinder part of the 
boiler. On some portions of our road, where we are com- 

lied to use lime water, we have found it to use 

m for crown-sheets in place of steel, which we found by 
our experience burned out and cracked from crown rivets 
much worse than iron sheets. We seem to have less trouble 
with steel boilers on account of pitting and furrowing than 
we did with iron, yet we are not altogether free from 
serroreing by the use of steel We have had con- 
siderable trouble with our steel fire-boxes furrowing on the 
top of mud-ring, jally where we use water impreg- 
nated with lime. e also have considerable trouble wit 
flre-boxes being eaten away in the lower back corners on the 


fire side of the sheet. Thus far we have not had any trouble | 


with our sheet boilers furrowing at seams and bottom of 
of boiler. We use bituminous coal exclusive- 
ly for fuel. The cause of boilers pitting and furrowing is no 


the ends ; whether or not it is essential to anneal all flanged 
sheets after flanging ; the best arrangement for cleaning 
mud and seale from the barrel of the boiler and the erown- 
sheet ; any other matters regar as an improvement over 
the common practice in the construction a arrangement 
| of locomotive boilers.” 
| Inanswer to the part of our subject referred to in this ques- 
| tion, we have been unable to obtain much information that 
| has not been heretofore presented in our reports. We find 
that more care and attention is given to details in the con- 
| struction of boilers than formerly, ensuring greater safety 
| and durability. The “ welt” at all longitudinal seams is being 
| adopted by nearly all builders. e different forms of 
| “welt” seams used by a number of different roads were illus- 
trated in the Eleventh Annual Report. The plan of welt seam 
ays pes! adopted is similar to that shown in . and 
| 8. emay safely say that a riveted seam cannot be made 
as strong as the body of the sheet. It is of interest to know, 
however, how near in practice we can approach the strength 
of the sheet by a welt at the seam. The rivet holes in a sheet 
| on any one line through it weaken it to the extent of the 
metal removed in making the holes. Then if a welt be ex- 


APPLIANCES FOR WASHING BOILERS, |. C. R. R. 


Fig. 3.—Boiler with wash pipes A and B. 
Fig. 4.—Bvuiler with crown wash pipe B. 
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Fig. 5.—Enlarged sections of shell wash pipe A. 
Fig. 6.—Crown wash pipe, check and valve B, enlarged. 
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en valve H to blow steam into tank, or, in case of need, 


ttach hose D to valve EZ and wash pipe B, open M, close O, and wash crown with pressure from 


he system is used for filling and other uses with tank pressure. 


t [ = -_ ao = 
Scale for Fig.5 &6. 
rn" i i 
DESCRIPTION, | OPERATION. 
| To blow off—Attach steam hose P to valves E and C, o 
4 Rak wath +e 4 Connecting pipe. to tank. 3 pea al a. bie. connect another engine in a similar manner, an blow steam into it. 
C Globe valve on dome. H Blow-off valve. N Water pipe Rniiesbe: oe Se sressure is low, automatic valve K will discharge the balance of steam into sewer. 
Bhowar snd rangi, 5 Speers 2 BS men 
wi sewer. m Hose. uli 
with valves over ro 5 pit: K Automatic sewer valve. ; By cooing quae B the Wyetons tb vad For Siting end other suse with donk os 


sion of the Pittsburgh, Fort Wa: & way. 
Mr. Poon says, in anawer to yar creular: . 

“T continae of the opinion steel is the best material for 
boilers with either wood or coal as fuel. I find iron to be 
more liable to corrosion than steel. Our first steel boilers 
were built in 1871. Have never found any corrosion, fur- 
rows or pi inside of them. Iron of the same 
size, same and using the same water have corroded 


on the inside in six years’ service so badly that sheets had to 

be cut out and re with new. I believe this pitting is 

produced by both mechanical and chemical action. The ex- 

pansion contraction of the sheets of iron open the fibre, 

water enters, and Eee, ouanes. Steel more homo- 
ion does 


vantage 
fire-box sheets rolled 
about the level of the fire. The bottom of oped 


last longer by so Kote. Shere is a possibility, however 
that the from ; 
this in e cracking would be increased 


li further in to the best material for boilers, Mr. 
Sedgley, of tie Shore & Michigan Southern Eefieey, 
‘ We prefer steel for boilers and find it much less liable to 
furrow, pit and corrode than iron. The pitting we at- 
wribate, 0 te apenas 8 the impurities in the 





doubt due very much to the impurities in the water. Our 
boilers made of iron pit and furrow much more with the 
lime water than they do with water free from lime.” 
From the reports made to us we find that there still exists 
a difference of opinion as to the best material for the shell 
and some other parts of the boiler in the minds of some who 
have had large experience in the care of locomotives. Steel 
is evidently to a greater extent than ever before taking the 
lace of iron for boilers. The improvements in machinery 
‘or manufacturing steel, and the care and skill exercised in 
determining its chemical en enable manufacturers 
to produce steel suitable for almost any service that may be 
uired of it. 
ere are perhaps localities where, on account of certain 
impurities in the water used, iron may answer a better pur- 
pose than steel. Yet that fact is not prominently brought 


out. The localities where that seems to be the case are not | 


numerous or extensive. Pitting, as itis called, occurs at un- 
looked for places; that is, it takes place where there is no 
apparent cause for it; while furrowing at seams, curves and 
where braces are attacked can easily be accounted for. The 
cause of pitting is not satisfactorily explained. We know 
that it occurs, that on some roads it is a serious difficulty, 
while on others it is scarcely known. Our investigations so 
far have failed to determine the particular cause or a 
remedy. 

Our second question was as follows: 

“The best method of constructing locomotive boilers as to 
strength, tightness of seams, durability, size of rivets and 
— between them ; drilled holes compared with punched 

; the best plan of supporting the crown-sheet, strength- 


| tended from the single row of rivets at the edge of the seam 
| out into the body of the sheet, and a line of rivets connects 
ithe edge of the welt with the body of the sheet 
|(along C D and E F), the sheet itself will be weakened 
at that point to the extent of the metal lost by ey the 
holes; and although the metal at the seam (along A B) by 
|reason of the welt is sufficient to make it as strong at that 
point as the body of the sheet, yet the sheet is weakened 
through OC D and E F by the rivet-holes necessary to fasten 
the welt to the sheet. Theoretically and practically we may 
say that a well-proportioned welt seam of a form shown in figs. 
Zand 8 cannot havea strength greater than about 80 per cent. 
of that of the body of the sheet, for this reason: we will as 
sume that the sheets and welt are *¢ in. thick and the rivet-holes 
are }j in. diameter and that théy are 2 in. between centres 
along the line A B. There would then be 1, in. of metal 
between the holes in the sheet and the same in the welt, and 
' the seam at that point, so far as metal is concerned, would 
be stronger than the body of the sheet, provided the 
edges of the welt could be fastened to the sheets 
without weakening them at that point. Now, as there 
is more metal between the rivet-holes along the line A B 
than on a similar line in the body of the sheet, all that is re- 
quired to make the seam as strong as the solid sheet is to se- 
cure the edges of the welt sufficiently to the sheets. In 
securing these edges, however, the body of the sheet is weak- 
ened through the lines C Dand E F’to the extent of the 
metal removed in making the holes. Along the line A B 
40.62 per cent. of the metal is taken away by the holes, 
leaving 59.38 per cent., but the welt adds an equal per cent. 
of metal, making 18.76 per cent. more metal between the 
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holes on that line than through the solid sheet. Without 
fastening the edges of the welt to the sheets, this seam 
coms be but 59.38 per cent, of the strength of the solid 
sheet. 

The question is then, how much can be added to the 
strength of thisseam by fastening the edges of this welt 
along C Dand E F to the sheets. To make it full > 
40.62 per cent, should be added, If the rivet-holes along 
the lines C D and E # be placed 4 in. between centres, then 
20.31 per cent. of the metal along those lines will be removed 
and the sheets weakened to that extent. 

Now, by ey ng in these holes, securing the welt to 
the sheets along those lines, the seam along the A Bwill 
be strengthened to the extent of the strength of the rivets 
in the line C Dorin EF. As these rivets have a sectional 
area of 20.31 per cent. of the solid sheet, then at least that 
much will be added to the strength through the line A B, 
making a total for the welt seam of 79.69 per cent. of the 
strength of the solid sheet, the difference being 20.31 per 
cent., or precisely the percentage of metal removed for The 
holes along C DEF. e may therefore conclude that the 
limit of strength attainable with a welt seam of that form 
is, in round numbers, 80 per cent. of that of the solid sheet, 
and that this is perhaps the best form of welt seam, or as 
good as any, applicable to the locomotive boiler, The size of 
rivets and spaces between centres will, of course, depend on 
the thickness of sheets used. The proportions given above 
are for % steel sheets. 

In regard to the best method of constru locomotive 
boilers as to strength, tightness, durability, etc., we have 
nothing radically new to report. Your committee recom- 
mend and believe it very necessary to anneal all sheets which 
are put into fire-boxes and all flanged sheets in other parts of 
the boiler... By so doing, the unnatural strains left in the 
sheets by flanging and working will be wi toy BE a Sedg- 
ley. of the Lake Shore & Michigan Southern ilway as 
reference to this subject says: ‘‘In regard to construction, 
size of rivets, etc., our practice is to use {4 rivets in % plates 
and welt all longitudinal seams and cross seams below the 
water line. We find but little difference whether the holes 
be drilled or punched, if the sheets are afterward annealed. 
We arrange the ends of the crown bars to rest upon the side 
sheets, using a washer 144 in, high between crown-bar and 
crown-sheet, with small bearing on the latter. We also use 
a requisite number of stays between crown-bar and outside 
of shell of boiler. 

“For cleaning mud and scale from boilers, we use a cock 
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in the bottom of the cylinder part of the boilpr near the 
front tube sheet, attaching hose for working that part of the 
boiler, washing the fire-bex in the usual manner.’ 

Mr, Jacob Johann, of the Wabash Railway, has de- 
#igned and put in use in the boilers of several engines on that 
road an arrangement for washing the mud and scale from 
- nenoeen of the cylinder part of the boiler shown in figs. 9 
and 10, 

This arrangement, consisting of & curved pipe with a series 
of nozzles projecting from the side and top of the pipe is 

slaved on the itiside of the cylinder of the boiler at the 
yotbom, And as close as practicable to the front tube sheet. 
This pipe is attached to the bottom of the boiler, a part of 
it projecting out, te which, when the boiler is to be cleaned 
out, a hose or pipe. is attached by a nut. Water is then 
forced into the boiler through this pipe, and the series of 
smull nozales arranged on the top and on the side towards 
the hack end of the boiler at a pressure of from 50 to 100 
lbs, to the square inch, which dislodges the scale and mud 
that may have settled on the bottom of the boiler or be- 
tween the tubes in the vicinity of the vertical nozzles, wash- 
ing it back to the leg of the boiler at the fire-box, where it is 
readily removed through the hand-holes. The check-valve 


shown at H closes the opening at the base of the pipe at all | 


times except when water is being forced into the boiler 
when washing out. This arrangement seems to be one that 
will answer a good purpose, provided the scale does not form 
on the inside of the pipe and small nozzles, as it does on the 


heating surfaces, and in time close them up. Access to these 
bo 


_ can only be had when the tubes are removed from the 
iler, 

Mr. Fuller, of the Atlantic & Great Western Railroad, in 
alluding to the removal of scale and mud from boilers says: 

‘Our only successful way of removing scale and mud 
from crown sheet and cylinder part of boiler is to remove 
crown bars and flues, e have attained very good results 
from a blow-off cock placed underneath at forward end of 
cylinder part of boiler with a pipe back into the ash 
pan with levers from the cab to work it when the engines 
are running. This, being used frequently while in service, 
has operated quite successfully in keeping mud from the cy- 
linder part of boiler.” 

The third question presented in our circular soliciting infor- 
mation was as follows: 

“* It is important to know the best form of boiler, all things 
considered, for the different classes of locomotives as between 
the ‘ wagon-top’ and the plain Paice of boiler ; a single or 
a double dome ; the best point for dome or domes; the 
cylinder part with a taper due to the thickness of the sheets 
of the different rings, or a taper considerably greater than 
that ; the best form of fire-box and form of sheets peer d 
it; whether corrugations or in steel and iron side 
and back sheets of the fire-box extending from the mud-ring 
vertically to say BO in. above the are a Bg omoweng 
against rupture of such sheets and of leakage at the stay- 
bolts; the water-table or brick-arch ; as regards evaporation ; 





the best thickness for the several sheets of the fire-bow and for 


Mr. Sedgley, of the Lake Shore & Michigan Southern 
Railway, in rat to this question sa 

** We prefer a taper of from 8 to 
cylinder of the r, without wagon-top; 
wad sheet forward of fire-bcx. To strengthen 


w 

straight part of thedome in addition to the usual row of 
rivets through the flange of the dome. For fire-box we pre- 
fer sheets ,5, in. thick, except tube-sheets ,j, in. thickness; side 


le dome on 
ie dome we 
the sheet, on which the dome rests, upward and out- 


4 in, in the length of the ti 


sufficiently to receive a row of rivets through the | roads 


equally fia accounts 
sheets , t1 edge Rad : 
. 6 causes W' operate to produce rupture 

box sheets, and the remedy, were fully explained and pointed 
out in our report to the Tenth Ann Convention. The 
thickness adopted for the several sheets of the 


sheets corrugated or waved about in., extend m | to be alm versall same roads. 
mud-ring upward about 8 ft. We this form op aw side and Sao + on ss 5 snd $¢ ¢ ana for 
tion a thorough preventive rupture of plates and | flue sheets ,7, thick. 
etegeins | stay-bolts, if the latter are properly put! your committee would call the attention of the members 
“We of the Association to a new form of boiler and 
Mr. Stefan Verderber, Inspector-in-Chief of the 


prefer plain fire-boxes without water-table or brick 


e8. 

e use No, 12 wire-gauge tubes.” 

Mr. Wilson Eddy, Master ic of the Boston & Al- 
“7 Railroad, says in reference to the best form of boiler: 

“T put no domes on my boilers, and am making the cylinder 
rt of two plates only, putting the front sheet outside, so 

t the front end is the Se ae 
method of telescoping boilers because I like the space for 
noe Give me apeee at rand = mes godt ve risk - 

m room, espec: ave the ora’ steam 
proj rly constructed, ig ea 

r, Eddy’s plan of making a boiler is the reverse of that 
generally adopted. Your committee consider Mr. Sedgley's 
plan in the case of the ordinary American style of eight- 
wheel locomotife to be much the better of the two, for the 
reason that the same quantity of water can be carried in a 
boiler regardless of the direction of the taper, other =e 
being equal, and when the forward end is smallest it wil! 
lightest, consequently less dead weight will be carried by the 
pase and a proportionately greater weight be carried on the 

vers. 

Mr. George Cooledge, Superintendent of Motive Power, 
Fitchburg Railroad, says that he gets no better results in the 
use of the wagon-top pattern of boiler than with the straight 

a ng and considers the latter the stronger form and pre- 

erabie, 

The ‘Straight boiler,” as it is called, with a taper due 
only to the thickness of the sheets forming the shell, is bein, 
more extensively used than formerly, and, in the opinion o: 


arch 


“ 














our committee,for ordinary cases is the c strongest, 
eter durable and best in form, when made 0} sufficient dia- 
meter to afford the necessary steam room. Some contend 


that a dome is a useless appendage to a boiler, and ought to 
be dispensed with ; yet no convincing reasons are given to 
show why the dome is useless, One o urged is that 
the dome hole weakens the boiler, It is necessary, however, 
to have access to the interior of the boiler, and there is no 
reason why the dome in its attachment to the boiler can not 
be made as strong as a man-hole. The top of the dome 
affords a convenient location for the safety valves and the 
whistle, and the interior is a suitable p for locating 
the throttle valve, which in case of a boiler having 
no dome would require some — arrangement that on 
the whole would as objectionable and expensive as a 
dome. The best point for locating the dome, so far as 
strength is concerned, is over the fire-box. The dome hole 
at that point weakens the shell less than at a point on the 
cylinder part, for the reason that the braces extending from 
the crown bars to the dome strengthen the shell in one direc- 
tion, and the top stay-bolts or braces extending across the 
boiler above the crown sheet stren; m it, or rather relieve 
it of a part of the strain due to a ar form, in the other 
direction. 

Let 11 and 12 illustrate. In the case of a dome over 
the fire-box, fig. 11, the shell at the dome hole is strengthened 
by the braces A B and C D against the internal pressure in 
that direction, while the tensile strain on the section of 
boiler through £ is relieved of one-half of the strain due to 
a form represented in fig. 12, for the reason that the 
top stay-bolts and the transverse braces above the 
poe A der in the direction of H I bear the strain 
below that point. on 
the cylinder part of the boiler, as represented . 12 


In the case of a dome 
in 


and riveted to the shell at J K, which would be a good plan 
and ample in strength if well proportioned. 

The n form of fire-box without water-leg 
or brick arch is l v generally used on nearly all the 
roads in this country. pme roads have their passenger 
engines equi, with the brick arch, and a few, mostly in 
the Eastern States, use it in their freight e Some 
roads after testing the brick-arch for sev years have 
abandoned its use, owing mainly to the difficulty experienced 
from the side sheets of fire-bex crac at or near the 
back end of the brick-arch. The Northwestern, 
the Lake Shore & Michigan Southern and several other 
have a large number of fire-boxes in use with the waved 
or corrugated eects. The Jeffersonville, Madison 

dianapolis Railroad, 


& In have about 25 fire-boxes 
in use with vertical channels %{ deep between 
the alternate rows of stay-bolts extending from the 


mud-ring to about 30 in. above the grate. Some of these 
fire-boxes have been in use over years, and the side 


there can be no braces except a ring be placed on the inside | ,) 


roads | efforts of the Sanitary Council of the Mississi 


tested b’ 
H n State Railways, a full description and dra 

of which are the Rail Gazette, Feb. 
1879. In Mr, Verderber’s plan the fire-box as a steam genera- 
tor is dispensed with. The fire-box is an iron shell lined with 
fire-brick. The heated — impart their heat to the water 
while passing through the tubes. His tests with a locomo- 
tive, continued for a number of weeks drawing freight trains, 
active of skeline poupesthonsartag hocetinniey tibtnatend 
motive o ons ng the o) 

run on the same line under the ananociroumnstaaseas chow thes 
he obtained as results in evaporation with the boiler 
which had no water around the fire-box as with the one 
that had. This, pocsebe - nem to the ar — would seem 
to be paradoxical. Heretofore the belief gouty _ 
vailed that a reduction in heating surface would result in a 
reduction of the quantity of water evaporated to the pound 
of coal. In Mr. Verderber’s blished statement are a few 
matters to be considered before aan the com- 
mon practice is to give way to something r and more 
economical in this form of boiler. 

1. It is stated that at the first trials considerable diffi- 
culty was experienced from leakage of the tubes and the 
bulging of the tube-sheet. This was, however, ard 
overcome by changing the boiler so as to allow the tube- 
sheet and oytientor part of the boiler to extend back about a 
foot into the fire-box. 


2. For equal consumption of fuel per hour it was found 
necessary reduce the nozzles of the exhaust pipes toa 


Fig. 11. 





Fig. 12. 


considerable extent below that where the ordinary fire-box 
was used, 

8. The quantity of water in the boiler was very much re- 
duced, causing the water level to fall much more quickly and 


closer attention in supplying the requisite quan- 
tity of feed-water than in the case of the boiler with the 
water. fire-box. 
4, The settling of the solid jients contained in the 
water, ha less space in which to settle, the boiler re- 
quired more frequent cleaning out. 


5. The quantity of water evaporated to coal consumed by 
this boiler was an ave’ of 4.55 lbs. of water to one of 
coal, while in the case of the other locomotive of the same 
class and type except the fire-box, which was of the 

pattern with water spaces, the evaporation was 4.62 Ibs. of 


water to one of coal, being a slight increase. e 
tion in the case of the Verderber boiler as given ve 
below of loco- 


is a low vere and enemy A 
motive boilers of the usual form in 

is no advan in evaporation to fuel 

favor of the Verderber boiler, it is very questionable 
whether it will prove to be more economical than the com 
mon boiler. A shell of boiler iron similar to that around 
the fire-box is required to hold the brick lining, and the fire- 
brick forming the lining will necessarily need renewing 
every few months; this, with the possibility of the lining 
burning out in the most e at unex) inter: 
vals, exposing the metal shell to injurious temperature, etc., 
are like y in the aggregate to give as much trouble and be as 
expensive as the common water-lined fire-box now in use. 
(TO BE CONTINUED.] 


is country. If there 
consumed in 





Train Accident Report—A Correction. 
In our “Train Accidents for May” the following was in 


uded : ; 

“On the 7th the engine of a passenger train on the Kan- 
sas Pacific road was thrown from the track by a broken rail 
near Topeka, Kan., Woriing See road four hours.” 

General Superintendent Smith informs us that no such 
accident teok place on his road. The accident was taken 
from a local paper, and the mistake was probably in charg- 
ing it to the wrong 
Preventing the Spread of Disease. 

The railroad companies centring in Chicago, 
those with Southern connections, are ably s 


notably 
the 
tion of dis- 
their work of precaution the transpo' of dis- 
ease, Several Thousand copies of pamphlets on the sanitar 
care of railway cars, both freight and passenger, and of rail- 
way stations, outhouses, etc., have been distributed along 
the lines of these roads, supplemented by instructions from 
authoritative official sources, and nothing is being left un- 
done to place these agencies in the best possible condition to 








three 
sheets are free from cracks or “ checks” at stay-bolts, and no 
leakage of stay-bolts nearest the fire has ever occurred 


withstand the introduction and spread of any epidemic dis- 


, ease,—Chicago Inter-Ocean, 
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EDITORIAL ANNOUNCEMENTS. 


Tasses,—All sons connected with this paper are forbid- 


den to ask any circumstances, and we 


or under 
ee vi thankfia to have any act of the kind reported to 
418 office, 





Addresses.— Business letters should be addressed and drafts 
made Fy oy to THe RatLRoapd GazetTre. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RAILROAD GAZETTE, 





Advertisements,—We wish it distinctly understood that 
we will entertain no propositian to publish anything in 
this journal for , EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them rman 

44 


either 
for money or in consideration of advertising pa 


onage. 


Contributions,—Subseribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early se alge of events which take place 
under their observat such as changes in railroad offi- 
vers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, ond es- 
ques annual reports, some notice of all of which will 
o published, 


THE FIVE-FOOT GAUGE AND THE STANDARD. 
The change of gauge of the St. Louis, Iron Moun- 
tain & Southern Railway nearly finishes the work of 
bringing the railroad system west of the Mississippi to 
the Northern standard, But afew years ago most of 
the Texas roads were of 5 ft. 6in. gauge, though at 
that time there were not many there. All of them 
have been changed now, we believe, and the only road 
of that gauge now remaining that we can recall is the 
“North Louisiana & Texas, which extends from the 
Mississippi opposite Vicksburg, west 72 miles to Monroe, 
La., and has no connection with any other railroad, 
and another loeal line in Louisiana, 28 miles long. 
The 188 miles of the Memphis & Little Rock are all that 
remain of 5 ft. gauge west of the Mississippi. The 
change of the lron Mountaif is significant as to the 
growing importance of Southern traffic west of the 
Mississippi as compared with that east of it. The Iron 
Mountain carries both and competes for both, and 
whatever advantage uniformity of gauge may have 
must be given up for one if it is to be preserved for 
the other—the railroad is between two bundles of hay, 
That, after standing between them for so many years, 
with the freest access to’ the Eastern bundle, it should 
deliberately put the bars up between it and that bundle 
in order that it may put them down between it and the 
Western bundle, is sufficient evidence as to which it 
thinks is the biggest and the best. The change of the 
road to 5 ft. gauge (the first gauge was 5 ft. 6in., we be 
lieve), which was made about 1870, was of very great 
advantage to it. At that time all but a few miles of 
its road was inc‘uded in the line from St. Louis to the 
Mississippi at Belmont, which had no connection to 
the South except the 5 ft. roads east of the Mississippi. 
Then, too, there were no car hoists to transfer car- 
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bodies between trucks of 5 ft. and those of the standard 
gauge. The consequence was that for the first time 
cars could run through between St. Louis and all points 
in the Southeast of the Mississippi; and as no other 
road could offer these advantages, the Iron Mountain 
secured a very large traffic at rates not forced down to 
the lowest point by competition. Since that time car 
hoists have been put in at every crossing of the Ohio 
almost, and cars are sent through from St. Louis by 
way of Cairo, Evansville and Louisville as well as Bel- 
mont. Therefore, the traffic, which does not grow very 
rapidly, as Western traffic does, has been much divided, 
and, we may assume, by reason of the competitor is 
carried at a very small profit, The Iron Mountain’s 
share of this business east of the Mississippi we may 
assume to be worth much less to it than it used to be, 
so that conformity with the Texas gauge becomes de- 
sirable not solely by reason of the growth of Texas 
traffic but by the decrease (in profitableness at least) of 
the Eastern traffic. Relatively the Western business 
has become the more important; it grows rapidly 
while the Eastern business does not; a competition of 
standard gauge bids for the Texas business, but with 
its gauge changed the Iron Mountain will still be in as 
good a position as other roads from St. Louis to carry 
traffic to points east of the Mississippi and south of the 
Ohio, the difference being that it will no longer have 
the advantage over them which uniformity of gauge 
has heretofore given it. 

It can hardly be expected thac this change will prove 
as advantageous to the road asthe former one, It will 
not make it the only line by which cars can run 
through to Texas without change or transfer of car- 
body ; for the Missouri, Kansas & Texas, which 
reached Texas before it, has always been of standard 
gauge. Moreover, lack of uniformity is no longer the 
obstacle it used to be, for car hoists have made the 
transfers from trucks of one gauge to those of another 
very cheap and quick, and the disadvantage is chiefly 
felt where there is a very large traffic, so that cars ac- 
cumulate and are delayed waiting for transfer, as 
sometimes on the Erie. 

The 
reason. The Iron Mountain may be said to be a termi- 
nal road for the Southeastern traffic: that is, most of 
this traffic comes from or goes to points beyond St. 
Louis, so that the lron Mountain’s inability to transfer 
its cars to the other roads with termini at St. Louis was 
not a very great disadvantage, though doubtless a 
growing one. It is likely to be different with the Texas 
traffic, A good deal of that will not be consigned to 
St. Louis but only go through it on its way to the East. 
That is, for this traffic the Iron Mountain is an inter- 
mediate section of lines which extend north and east 
as well as south and west of it, and its lack of con- 
formity to the standard gauge compels two transfers. 


change, however, was desirable for another 


Thus, the shortest route from Chicago to many points 
in Texas is by way of St. Louis (or Cairo) and the Iron 
Mountain road, but heretofore shipments made by this 
route had to be transferred once at St, Louis and again 
at Texarkana, and this would be sufficient often to 
cause the Missouri, Kansas & Texas to be preferred, or 
to increase the expenses of the carriers by the other 
route, The St. Louis bridge toll, however, is the 
greatest obstacle to building up a Chicago-Texas busi- 
ness by. way of St. Louis, and may lead to the turning 
of such part of that business as the Iron Mountain can 
control to Cairo and its branch to- that place, which 
hitherto has had very little to do. All its business to 
the East can also be done by this branch and so avoid 
the bridge. 

The change will be unfavorable to the Memphis & 
Little Rock road, which is now in position to do all the 
Memphis-Texas business, but does not get much, we 
believe., At least it does not get so much as to make 
transfers by a car hoist at Little Rock very disadvan- 
tageous. On the other hand the Little Rock & Fort 
Smith is of standard gauge and gains by the change. 

As to other roads, the one most likely to be affected 
is the Missouri, Kansas & Texas, which will now have 
the Iron Mountain as an equal competitor where form- 
erly the latter was, as we have shown, at a considerable 
disadvantage. 

The territory of the 5 ft. gauge railroads now seems 
forever limited on the west by the Mississippi as it long 
has been on the northwest by the Ohio. ‘lhe fluctu- 
ating border is now in the northeast of its territory, 
where it has no natural boundary, such as these broad 
rivers give. The roads on the South Atlantic coast 
have intimate connections with the Northern roads, 
and there the difference in gauge is most felt to be a 








disadvantage, and changes are made as consolidations | 
and leases are effected. Even in Virginia little more | 
than one-third of its mileage is of 5 ft. gauge. The| 
standard extends as far south as Richmond and Lynch- | 
burg, and the Atlantic, Mississippi & Ohio and the | 
Richmond & Danville are the first lines of the ‘‘South- 





ern standard.” But south of these roads even there is 
a considerable mileage of the Northern standard. The 
Seaboard & Roanoke, with its northern terminus at 
Portsmouth, near Norfolk, and the Petersburg Railroad, 
extending south from Petersburg, are standard-gauge 
roads, and these roads connect with a system 
of railroads of 4 ft. 814 in. gauge in North Carolina 950 
miles long. It is probably not generally known that 
more than two-thirds of the railroad mileage of North 
Carolina—996 out of 1,426 miles—is of 4 ft. 84¢ in. 
gauge. Really its system is of standard gauge, with 
the 5 ft. system of the Richmond & Danville super- 
posed, the only 5 ft. line outside of this system being 
the Wilmington, Columbia & Augusta, which forms 
the northern border of the exclusively 5 ft. gauge 
system, the other 5 ft. roads further north being 
confined to two systems which project into the 
standard system, as it were, across North Carolina and 
Southern Virginia to Richmond and Norfolk. 

But, further to the west, even the Ohio River has not 
proved a perfect barrier against the Northern standard 
gauge. All the West Virginia roads are of that stand- 
ard, but they are east of the Ohio. But in Kentucky 
there are 342 miles of that gauge, against 1,267 of 5 ft. 
The most of the standard gauge is in one road and its 
conneetions—the Louisville, Cincinnati & Lexington. 
There is no road of that gauge in South Carolina, 
Georgia, Alabama, or Tennessee ; but the isolated line 
101g miles long from the St. John’s River to St. Au- 
gustine in Florida, and the similarly isolated West 
Feliciana Railroad, which extends from the Mississippi 
at Bayou Sara, La., northward 2714 miles to Wood- 
ville, Miss., (714 miles in Mississippi) are reported to be 
of 4 ft. 84g in. gauge. But for these interruptions, the 
Southern railroads (save for the few narrow-gauge 
roads) would be uniformly of 5 ft. gauge from North 
Carolina south and west to the Mississippi, and north 
to the Ohio. This is a pretty complete system, with 
comparatively few points of junction with the standard- 
gauge roads, except to the northeast, which renders 
the lack of uniformity less harmful. The weak point 
now is north of South Carolina, where the standard 
and the 5 ft. roads interlace toa considerable extent, 
and there is likely to be a change from one gauge to 
another twhenever a company owning a system of one 
gauge gets control of a road of the other gauge, as the 
North Carolina was changed from the standard to 5 ft. 
when the Richmond & Danville got control of it. But 
perhaps this does not threaten the continued existence 
of the 5 ft. gauge so much as the prevalence of the 
standard gauge in the South west of the Mississippi, of 
which this change of the Iron Mountain is the final 
decision. Should Memphis, Vicksburg and New Or- 
leans get a considerable business from the West, and 
secure good rail connections with Texas, then the 
roads east of the Mississippi will suffer considerable 
disadvantage from the lack of uniformity between 
them and their Western connections, which will tend 
to turn traffic northward which otherwise might go 
eastward. Such a road as the Atlantic, Mississippi & 
Ohio, with its connection, the Memphis & Charleston 
(which are soon likely to be one road) now finds disad- 
vantage from gauge only at its eastern end. But with 
a system of railroads west of the Mississippi of 
standard gauge bringing great quantities of freight 
to Memphis, it would have the trouble at both 
ends of its route, as the Iron Mountain has 
recently, and might be led to remove it in the same 
way. Heretofore, it is true, the Southern Mississippi 
towns have got but little traffic except what was brought 
by steamboats from the country west of the river. There 
are very few railroads in the South from the Mississippi 
west, and only one of these can be called prosperous. 
The Southern country west of the river has grown 
very slowly, except in Texas. The contrast between 
the progress of Arkansas and Western Louisiana and 
that of Northern Missouri, Iowa and Minnesota can 
hardly be exaggerated; but after all it is not much 
greater than the contrast between these same South- 
ern states and Texas, which lies next west of them. 
If this stagnation continues, then the Southern roads 
east of the Mississippi will not be likely to trouble 
themselves greatly about their Western connections, 
or only for the sake of the Texas business, which in 
any event will be much divided before it reaches them, 
and then the invasion of the standard gauge need not 
be expected from that direction, but only from the 
Northeast. As we have said, uniformity is not so 
important now, when a transfer means simply the 
lifting of a car-body from one pair of trucks and plac- 
ing it upon another pair, as formerly, when it meant 
unloading and reloading of all the contents of the car. 
The 5 ft. system is not now very objectionable, and is 
not likely to be if it maintains an even border, so that 
the systems do not interlace, or become interposed 
between two other systems of standard gauge. 

Though the 5-ft. system extends over a large terri- 
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tory, its length is not so great as most of us suppose, 
probably. Our computation makes # 11,212 miles in 
all, of which only 67 miles were built in 1878. 


ENDURANCE OF LOCOMOTIVE BOILERS. 





If any evidence were needed of the iraportance of 
the subject which forms the title of this article it could 
be found by a very cursory examination of the annual 
reports of the Master Mechanics’ Association. For 
some years past the mest important reports made by 
the committees, and the most interesting discussions, 
have been those on boiler construction. With this 
number of the Railroad Gazette we publish a portion 
of the report on this subject made this year. It is 
again the longest and the ablest, and shows how much 
attention the subject demands. 

On looking over the discussions of previous years, it 
seems as though no progress had been made and very 
little improvement in boiler construction, notwith- 
standing all the attention which the subject has re- 
ceived. A few years ago it seemed as though the im- 
provements in the manufacture of steel plates would 
supply a very much better material for boiler con- 
struction. Whether this promise has been fulfilled 
seems still very uncertain, anda glance over the re- 
port of the Committee will show the most contra- 
dictory testimony on this subject. Experienced men 
like Mr, Hayes and Mr. Boon hold diametrically oppo- 
site opinions on this subject. The former has aban- 
doned steel for the eutside shells of boilers, while the 
latter recommends it very strongly. The one considers 
it more and the other less liable to corrosion than iron, 
while a lurking suspicion still seems to prevail with 
reference to the liability of steel to crack. 

With reference to pitting and channelling of plates, 
the report contains little more than a diagnosis of the 
evil. Both occur in a more or less mysterious way 
and are accounted for by chemical and me- 
chanical action, the latter being attributed to the ex- 
pansion and contraction of the boiler. 

With reference to the purification of feed-water, 
very little was said excepting that Mr. Hayes very mod- 
estly referred to his improved water-filter and lime- 
catcher, which was illustrated in the Railroad Gazette 
of May 28 of this year. The reports of the working of 
this are very favorable. 

On the mechanical construction of boilers the Com- 
mittee had very little to say, excepting to call atten- 
tion to improved proportions of riveted seams, and to 
the importance of attaching a wrought-iron ring 
around the base of the dome, a practice which has 

been almost universally adopted in Europe, but which 
for some unaccountable reason has never been gener- 
ally adopted in this country. 

It will thus be seen that the report of this year does 
not contain any record of material improvement, and 
it would almost seem as though locomotive boiler 
construction had come to a stand-still, that the evils 
of incrustation and corrosion were insurmountable, 
and that, as some one has expressed it, the best remi- 
edy for these is to take the flues out often and clean 
the boilers thoroughly. 

Notwithstanding that this is the general purport of 
the Committee’s work of this year, yet there is reason 
for thinking that it contains the promise of a very 
great improvemenc in the construction and means of 
operating locomotive boilers in the future. 

The great difficulties which are now encountered in 
operating locomotive boilers may be enumerated as 
follows: 

1. Incrustation. 

2. Internal corrosion of the plates. 

8. Injury to fire-box plates by the action of the fire. 

Without going into any scientific consideration of 
the former, practical experience has shown that the 
salts of lime, which are the most troublesome in pro- 
ducing solid incrustation, are deposited most rapidly 
at the point where the feed-water is first heated when 
it enters the boiler, and where the current of water 
is most rapid. The reason for this is explained by the 
following quotation from Wilson’s book on Steam 
Boilers :* 


‘* It is generally understood that the carbonate of lime is 
held in solution, in fresh water, by an excess of carbonic 
acid, and that in reality it is present inthe state of a bicar- 
bonate. By heating the water, the excess of carbonic acid 
is driven off, and the greater part of the carbonate is pre- 
cipitated. Its solubility diminishes as the temperature in- 
creases, and at the boiling point it is scarcely soluble at all. 
* * * According to M. Cousté, the solubility is nil at 
about 290° Fahr. 

** The solubility of sulphate of lime also varies greatly 
with the temperature. According to Regnault, its greatest 
solubility is at 95° Fubr., when it dissolves in 393 times its 
weight of water, or inthe proportion of 178 grains to the 
gallon. At 212° itis only soluble in 460 times its weight 
of water, or 152 grains to the gallon; and according to M. 
Cousté, like carbonate of lime it is copletely insoluble at | 
about 290°. It is therefore evident that these two salts are 





*A Treatise on Steam Boilers, by Robert Wilson. London: 
Lockwood & Co, 
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precipitated in all kinds of water, merely by the elevation 
of temperature, when the boiler is worked at about 60 Ibs. 
pressure.” 


As already stated, practical experience indicates that 
tne deposit of these salts of lime is most rapid where 
the current of water brings the particles of linve in con- 
tact with some object, if, at the same time, the tempera- 
ture of the water is increased. Thus, it is no un- 
common thing to find the mouth of a_ feed- 
pipe almost entirely closed with incrustation at 
the point where it is attached to the boiler. The 
cause of this seems to be that the elevation of the tem- 
perature of the water causes the chemical affinity 
which exists between it and the salts of lime to be- 
come inert, as it were. The result is that the latter 
then assumes a solid form and is held in suspension 
and will adhere to any object with which it comes in 
contact. To deposit it, then, it is desirable to bring 
the water into contact with objects to which the salts 
will adhere. 

It is this principle which Mr, Hayes has made use of 
in his ‘‘ lime-catcher.” In it the water is injected into 
the top of the front dome, through a rose, so as to dis- 
tribute it thoroughly as it enters. The dome is filled 
with scrap-iron, oyster shells or charcoal, which rest 
on a grate at the base of the dome. As the dome is 
filled with steam the water is heated at the instant 
that it enters, andit then trickles down through the 
material with which the dome is filled, and by that 
process the salts of lime are deposited. This material 
is cleaned at intervals ina ‘‘ratiler” as it becomes 
thoroughly incrusted. 

In Mr. Hayes’ report he tells us that none or very 
little of the mud or earthy matter is caught in his 
lime-catcher, and that when the latter is used even a 
larger amount of mud is washed out of the boiler than 





Fig. 1. 
This indicates, what was known before, that 
a current of water will prevent the deposit of mud, 
while at the same time it increases or aids the deposit 


without. 


of lime. It is alsoknown as an every-day fact that the 
earthy particles, or mud, which are held in suspension, 
are deposited very rapidly if the water is permitted to 
remain in a quiescent state. Heretofore, what has 
generally been done has been to pump the 
water directly into the boiler, As soon as it became 
heated the combination of the water and salts of lime 
ceased, and the latter was held in suspension and was 
deposited against the tubes and other surfaces on the 
inside of the boiler, with the mud. In the “lime- 
vatcher” described, the lime is deposited on material 
which is easily removed and cleaned, and where it has 
no injurious effect on the steam-generating capacity of 
the boiler, The mud, however, is still deposited in the 
boiler as heretofore. 

It would seem that the principle might be applied of 
first catching the lime in the manner described, and 
then collecting the mud by permitting the water to 
remain in a somewhat quiescent condition before it 
enters the boiler. Suppose, for example, that the same 
arrangement were used which Mr. Hayes now employs, 
excepting that the dome in which the lime is now 
deposited be made without any communication with 
the boiler at the base, and the water, instead of being 
conducted from the dome directly into the boiler, were 
carried, by a pipe A, attached near the bottom, to the 
top of another cylindrical vessel, fig. 1, similar to a 
mud-drum, but larger, placed underneath the waist of 
the boiler. The top of this might be divided bya 
vertical plate, C, in the centre, so that the water 


obliged slowly to settle down and pass under the plate 
near the bottom, and would then be drained off by a 
pipe, B, leading to a check-valve attached near the top 
of the mud-catcher on the opposite side. A suitable 
blow-off check, D, would be attached to the bottom, as 
is now usual in mud-drums, by which the mud 
deposited would be blown out. If the 


open- 
ing at the base of the drum were closed, it 





would of course be necessary to connect a steam- 
to the top as to supply for 
heating the water, which is injected. Inthis way the 


pipe sO steam 


|! me would be * caught” on top by heat and contact | ment was extraordinarily large 





entering at the top of one compartment would be | 
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with objects to which it would adhere, while the mud 
would be deposited below by quiescence. It is probable 
too that the latter process might be accelerated by 
electrical action in a manner analogous to the 
| deposit of metals in the electro-plating process. Such 
action would occur if metals, such as zine or copper, 
were exposed tothe action of the acids either in the 
water, or provided especially for the purpose. 
Undoubtedly, if the substances which produce in- 
|crustation could be removed before admitting the 
water into the boiler, the durability and the efficiency 
of the latter would be very much increased, It is 
probable, too, that some of the apparently mysterious 
causes of corrosion might disappear if the water was 
deprived of its impurities. So much, however, re- 
mains to be said on this subject that it will be neces- 
sary to defer its further consideration till another 
week, 





Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Utah & Northern.—Extended 1% miles, to a point twenty 
miles north from Eagle Rock, Idaho. It is of 8 ft, gauge. 

Pennsylvania Railroad, in Maryland.—Track laid from 
Ellerslie, Md., to Cumberland, 6 mile;, 

Nashville & Tuscaloosa.—The first track is laid from Dick- 
son, Tenn., southward to Bon Aqua Springs, 10 miles, It is 
of 3 ft. gauge. 

This is a total of 29 miles of new railroad, making 761 
miles thus far this year, as compared with 606 miles report- 
ed for the corresponding period in 1878, 618 in 1877, 678 in 
1876, 401 in 1875, 637 in 1874, and 1,408 in 18738, 


THE BUILDING OF PARALLEL COMPETING Roaps to di- 
vide an established business, and its usual result, find a very 
striking instance in the two lines from Philadelphia to At- 
lantic City. The Camden & Atlantic, whose report for last 
year is summarized on another page, built a line from Phila- 
delphia to a then unknown point on the sea shore 25 years 
ago through a country most of which was almost a wilder- 
ness. Gradually a large and flourishing sea-side resort was 
built up and the country along the line was settled 
and made to yield afair traffic. Meantime the com- 
pany had struggled through many vicissitudes, nar- 
rowly escaping bankruptcy more than once, and had 
at last reached a point where the stockholders were re- 
ceiving moderate but steady dividends. No com- 
plaint was made of the charges on the road, and its 
passenger fares especially were always very moderate—low 
enough to build up a large excursion and pleasure business, 
But the business tempted others, and a competing line was 
built, a large part of it directly parallel to and in sight of 
the old road. The natural result has been, not simply to 
divide the business, but to destroy iis value; rates were re- 
duced to a point so low that the consequent increase of traffic 
could not make up the deficiency, and both roads suffered, 
The new road is hopelessly bankrupt, and the old one loses 
its dividends, The builders of the competing line have not 
only sunk their own money as much asif they had thrown 
it into the sea; they have also destroyed the value 
of a large part of their rival’s investment for a time, and 
have probably largely reduced its permanent value, and 
without any corresponding advantage to the public. 


New YorK-Boston PASSENGER RATES by the steamboat 
lines that run in connection with the New England railroads, 
are lower than ever before. The Old Colony Steamboat 
Company runs two lines in connection with the Old Colony 
Railroad, the regular line by Fall River, by which the fare is 
$3, and a new line to Newport by boat and thence by rail, 
the fare being $1. The Stonington & Providence Steamship 
Company also runs two Jines, the Providence line, the boats 
on which run to Providence direct, charging $3 through to 
Boston, and the old Stonington line, charging $1.50 through. 

Imitating the other lines, the Norwich & New York Trans- 
portation Company, in connection with the New York & 
New England road, runs its old Norwich line at $2.50 
through to Boston, and its new line to Allyn’s Point at $1 
through fare. The tickets on all the cheap lines are limited, 
that is, good only on the special train run to connect with the 
boat, One dollar from New York to Boston is about five- 
twelfths of a cent per mile, which is surely not extravagant. 
This charge includes passage only, and state-rooms on the 
boats are charged extra. 

Meantime the all-rail lines have not reduced their regular 
rate, which is 86, and claim that they have lost few or no 
passengers by maintaining the rate. 


THE ADVANCE IN EAST-BOUND RATES seems so far to have 
| more effect on canal rates than on anything else. 





As we 
| noticed last week, canal rates during the four or five days 
ending June 24 were the lowest ever known—3\ cents a 
| bushel for corn and 3% for wheat from Buffalo to New 
| York, Since that time, or within a week, they have ad- 
vanced one-third, the asking rates last Monday being 41, 
cents for corn and 5 for wheat, But no advance in lake 
| rates is reported, these remaining 1% cents a bushel for 
corn and 2 cents per bushel from Chicago and Milwaukee to 
| Buffalo, The advance in rail rates was equivalent to 8 cents 
a bushel on wheat and 2. It was time for 
to advance, for a continuance of the old rates 

likely to drive the boats from the trade, and the 
deliveries of New York city had 
| exceptionally small in a year when the total 
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the price for June delivery having been some 10 cents higher 
per bushel than for July delivery. Still the difference 
between the New York and the Chicago price was 9 to 10 
cents, While the cost of transportation is but 74 cents. 


Ocean Rates have seldom been so low. Quotations Tues- 
day were, by steam from New York to Liverpool, 4d. per 
bushel (60 Ibs.) for grain, 1s, 9d. to 2s. per barrel for flour, 
20s. to 27s. 6d. per ton for provisions, 27s, 6d, to 37s. 6d. 
per ton for cheese and butter, 40s. per ton for leather, 
16s, 3d. to 238, 9d. per ton for measurement goods, and }¢ 
to AL per pound for cotton, The ordinary rate for cotton 
which varies less, apparently, than any other freight, is }¢d. 
To Cork for orders charters were reported from New York at 
4s. 6d. to 4s, 714d. for grain by sail and 5s. 3d, by steam, and 
at 3s. 8d. per barrel for refined petroleum. Cotton from 
New Orleans to Liverpool at the same time was taken at 
4} to |i.—mainly at the latter rate, which is two to three 
times the rate from New York at the same time. 

Grain shipped at this time from Chicago to Liverpool by 
iake, canal and ocean costs for transportation 144¢ centsa 
bushel for corn and 1514 for wheat, The difference between 
Chicage and Liverpool prices for corn is about 17 cents a 
bushel, and for wheat about 18 cents. This is certainly very 
«heap transportation. 

‘Tue OLp CoLony CoMPANY passes its July as well as its 
January dividend, in consequence of the heavy payments 
for damages resulting from the Wollaston accident. Thus 
the numerous stockholders of the company lose a whole 
year’s income, all because a freight conductor thought it 
was safe enough to disobey the rules of the road, and 
stopped to switch cars without sending out a signal. He 
was willing to run the risk, but it has been a pretty costly 
piece of carelessness. 


: GWontributions. 





Uniform Railroad Returns. 


To THE EpItoR OF THE RAILROAD GAZETTE : 

The discussion respecting uniformity in railroad returns 
has already become exceedingly interesting, and promises to 
grow in interest. Without doubt it will result in profit to 
those who engage in it and to those who attend to it. Here- 
tofore, and at present, there has been, and is, no agreement 
of opinion on this subject. Each road has its own system of 
accounts, and each individual has his own peculiar views 
upon all the various questions pertaining to railroad returns. 
Many practical railroad managers, many experienced rail- 
road accountants, and many careful and conscientious 
students of railroad problems have recently been giving to 
these questions their best thought, and already there are 
slight indications of agreement. It is to be hoped that an 
interchange of views will continue until some system shall 
be devised that will command general approval. 

I have read carefully, and with pleasure, the several let- 
ters touching the various phases of this subject that have 
from to time appeared in the columns of the Railroad Ga- 
zette, and ineach of such letters—I may say in almos t every 
paragraph—I have found ideas to which I attach value, I 
am not without faith that in the briefly expressed views 
herewith submitted there may be found some though ‘s mer- 
iting, in turn, the careful consideration of other readers, 

The information sought through the medium of any sys- 
tem of returns ought to be such as would be useful to some- 
body. Specifically, such information should be useful to one 
or more of the three following classes of persons, viz.: (1) 
the railroad managers themselves, enabling them, by a 
more intimate and thorough knowledge of the results of 
railroad operations in general, to conduct the operations of 
their own particular roads in the best manner, or, in other 
words, giving to each the benefit of the experience of all; 
2) the law-makers in the national and state legislatures, fur 
nishing them reliable and intelligible facts upon which to 
base legislation affecting railroads, thus enabling them to 
avoid the foolishuess, the extravagance and the injustice 
which characterize much of the legislation now disfiguring 
our statute-books ; and (8) the people, the voters of the 
country, enabling them to form just and intelligent opinions 
concerning this vast and important interest; the relations of 
the railroads to the body politic being one of the knottiest 
problems which the citizens of the great republic are called 
upon to solve, 

The mutuality of benefits that must ensue from such a 
collection and diffusion of information as is here contem- 
plated is quite too evident to be.controverted. The people 
will be benefited by the increased knowledge of railroad 
managers; the railroad companies will be benefited through 
the increased intelligence of the people; and both railroads 
and general public will derive inestimable benefits from the 
greater enlightenment of law-makers. A better-informed 
management means to the people greater security and better 
service at less cost. A better-informed people means to the 
honest railroad management a more generous public senti- 
ment and less danger of troublesome strikes and destructive 
riots. Better-informed legislators mean to railroads and the 
public more equitable legislation and less jobbery and cor- 
ruption, Fiat lux, 

In determining the scope or amount of information that 
should be required of railroad companies in their returns to 


the constituted authorities, the aim should be to ascertain | 


Chicago spring wheat has doubtless kept back shipments, 
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ress shall have been \made, “The scope of the information 
required should, therefore, be abbreviated to accord with 
the capacity to make it useful on the one hand and the at- 
tendant expense on the other hand. The principles of evo- 
lution apply here with remarkable force, By and by the 
railroad companies will be able to give much fuller informa- 
tion with less difficulty. By and by the state, the railroad 
companies and the people will know how to make useful a 
great deal of information that could not now be compre- 
hended if we had it. 

To secure such uniformity as will enable us to institute 
comparisons possessing value, it will be necessary to elimi- 
nate from accounts of earning; and operating expenses all 
such items as “interest,” ‘‘ rental of leased lines,” and the 
like. If such items be included in those accounts, it is obvi- 
ous that any comparison is quite worthless inthe case of two 
companies, one having a large debt and the other no debt ; 
or in the case of two companies one of which owns its entire 
line while the other operates leased roads toa great extent. 
In making up a statement of earnings and operating ex- 
penses, therefore, it is necessary to omit all items of revenue 
and all expenditures not appertaining to the operations of a 
All outside transactions should be 
reported in the general account of income. Like must be 
compared with like, else comparison is worse than worth- 
less. 

In accordance with the principles I have herein endeavored 
to explain I have constructed a form for returns which I 
desire to submit for the consideration of railroad commis- 
sioners and others having authority to require returns from 
railroad companies, I do not claim that this is an exhibit of 
a perfect system. It is no doubt susceptible of material 
alterations for the better. The same may be said of any 
system thus far proposed. Let the good contained in the 
several proposed systems be retained, and let that which is 
worthless be rejected. 

Report of Operations of the A, B & C R. R. Company for the 
year ending June 30, 1879, 
REVENUE. 
1. Gross earnings (as below) 
2. Capital stock........006 «+ 
Dis) his Sisbwseed tadcdsccetscths Kaebbe mee Sts doen 
4. Land department (net receipts)..........c0scceccessceeees 
i a5 ached oe ape atest ehebe. cépeex? 
6. Telegraph 


re 


rans caubetsataesenes 
8. Investment account.... 
IEE, cb ACS SRS ee) 000-003 6i 000008 
i SN Si as ace ins Sth ENE SEP TOD ORES ESOP eadn s 
EXPENDITURES, 
1, Operating expenses (as below) 
2. Retirement of capital stock... ............. ‘ 
3. Redemption of bonds....... . 


railroad as a railroad, 






SAS td vicsddaed tas nekoebeesaiac dh s0bbedew as 
5. Property account—Construction............0.sseeeeeecees 
6 <4 


. PD nsec ccsrncs $r00008 rene 

Ns de ncbigk ek Sees bas nats cb¥cba 

8. Investment account 

er SINNER 5 ck-0600 od deb Cha beeeeur Pe aVded F5d05 FeCrebbenen'e 

ERIE... o\0, welindhds cab Abe sadeeeRadewes.c:pieene. 
EARNINGS. 


I, Freight Department : 
1. Freight—commercial—through......... 
rr “ way 


COMMPADY .. - cecvsceereerseceresnrt saves 
Car service.... ........ 
5. Storage, etc..... 


Te Coto 


II, Passenger Department ; 


G. Passenmera—through... ...ccccscccssevcccss cies see 
7, ~ CS. caso danni emake dukeeeeudber (sive 
Dh OCR occ vs0 0's canteen secssccdnees 62 seesee 
/* * ee bd décbessWkdehsUebiade Ais GAS Cides « 
 ) - ereaeSsare or  ee oee 
Se . S c dda sond bee si bdedeee ease. Ones Ma? oe.t:0.00 60 
12. Car service.... 


13. Train and station privileges, 0 Ra SE RS ee 
Ill, Miscellaneous ; 


16. Wharfage, rent of buildings, etc.......... 
OPERATING EXPENSES. 
I, Maintenance Expenses: 
1. Roadway, bridges and buildings.................... 
Se. eee weee eee seevereeenes secesreseeers 
3. Shops and machinery........ 
POO vodccce set bdduae wep! bea ‘ 


Terminal Expenses: 
G At memeral OFICES.... ..ccceccvesecces Sledge Sieh alba 
7. At division superintendents’ offices.................. 
8. At stations....... 

Ill, Movement Expenses: 

9, Fuel and water for locomotives...... 
10. Locomotive supplies, service, etc 
11. Train supplies, service, etc 
12, Car supplies, service, ete .. 
IV. General Expenses: 
ee MN: £50" 405% ose 0 xaen cod Rebaedcceserteseses 
14. Taxes oaite 
15. Insurance .. od ‘ a yas 
ee PTT Tee i 
TRAFFIC AND MILEAGE STATISTICS. 
I, Freight Department: 
1. Commercial freight, through 
‘“ “ “ 


Il. 





tons carried... 
ton-mileage 


3. a way—tons carried...... 

4. vs © ‘ ton-mileage....... ...... 
5. Company freight—tons carried..................... 
6. = " DOR MRTIINIO ck doce ssctescecene. 


I 


eR en anne eibabaneboeeaaas hie bis beck 
Oe RS WII. 5 5.05 0.096655 oR Ces ve speed teesignece 
0. Empty-car mileage............cecsccesees soseveves ‘ 
10, Tons gross weight moved one mile 
Passenger Department; 
1. Revenue passengers, through—number carried..... 
2 on - = mileage 
way—number carried.. .. 
ne = + rs ‘ 


Il. 






“ 


oie 


Free passengers 


e. > 4% ee Veer 





8. Passenger-car mileage ; 

9. Sleeping-car and parlor-car mileage.... 

10. Mail, express, and baggage-car mileage 

11. Tons gross weight moved one mile............. ....+. 

In the statement of earnings there should be columns | 
headed thus: ‘* Eastward and northward;” ‘‘ Westward and | 
southward,” and ‘‘ Total.” In the statement of operating ex- | 








the point at which the usefulness of the information and | penses there should be columns headed as follows: “‘ Pertain- | 
the difficulty of giving it would be equally balanced. At’ ing to Freight Department—Ascertained by actual accounts ;’) 
that point we should halt. In the initiatory stages of this | ‘‘ Pertaining to Passenger Department—Ascertained by ac- 
movement the resulting benefits are less, and the difficulty of | tual accounts;” ‘“ Proportion to freight and passenger not | 


should be given in each direction in columns corresponding 
to the columns in the statement of earnings. 

I claim for the above proposed system of returns the fol- 
lowing merits: (1) that it is brief; (2) that the arrangement 
is methodical, symmetrical, and easily understood; (3) thet 
only such information is required thereby as would now be 
useful to interested persons; (4) that the labor and expense 
to the railroad companies of furnishing the information is 
inconsiderable as compared with the value of the informa- 
tion; and (5) that this information, considered in connecticn 
with infurmation respecting grades and curves—annual re- 
ports not being needed in such latter case—is comparatively 
full and complete. W. C. PENNYWITT. 

BUREAU OF RAILROAD ACCOUNTS, WASHINGTON, D. C. 





Travelers’ Baggage. 





It is curious what odd things people pack in their trunks 
or valises when they goa journey. The Dead Letter Office 
has a museum of queer contents of letters; but a more re- 
markable one might be made by the clerks of court, if they 
could arrange and exhibit the matters that have been 
brought to light in suits about baggage. The general idea 
of courts is, when baggage is lost from a steamboat or rail- 
way, to inquire whether the things were such as the person 
might reasonably and naturally carry for use on the jomney 
he or she was taking. These things are, usually, clothing, 
money for traveling expenses, a few books for reading while 
on the way, a watch, a lady’s jewelry, such as she 
may wisely use on a journey, and the like. For whatever 
the jury think a avelee might properly carry for personal 
use, the owners of the ship, steamboat or railroad are liable, 
unless there was some special arrangement for the traveler 
to take the risk. For any articles beyond this rule they are 
not supposed to be bound. As to hotel-keepers, their respon- 
sibility is broader, or used to be. It was considered by most 
courts that a proprietor of an inn or hotel was chargeable 
for all the property his guests brought with them under his 
roof. This grew to be rather a hard rule, and not many 
years ago, the landlords exerted themselves to get laws 
passed changing it, And now, when one is traveling in cer- 
tain states, he will find, in almost every hotel, notices posted, 
saying that there is such a law, and that the proprietor 
keeps a safe in the office where guests must deposit their 
valuables, if they wish the hotel to be responsible. 

Ship-owners and railway companies are very ready, 
when a trunk is lost, to dispute that the traveler had any 
need to carry the things he says were in it. Thenthe ques- 
tion is, were they articles which a traveler of such station 
in life would naturally need for personal use on the journey 
this person was making. A lady passenger from Irdand by 
the Gocummtiven line of steamers brougite a feather bed of 
her own with her, and it was lost on the way—probably fell 
overboard from the tender which took the passengers from 
the wharf at Queenstown to the steamer. he sued for the 
worth of it, but the Judge asked her if she meant to sleep 
upon it on the voyage. She said, No, she was carrying it to 
have itin America, Then, he said, it was not baggage. A 
Canadian gentleman suffered under the same rule. He broke 
up housekeeping in Canada to go toreside in England, and 
carried in his trunks or boxes half a dozen sheets, blankets 
and quilts. They were lost, and he sued; but he admitted 
on the trial that they were not for use on the eye k but 
for housekeeping when he became settled. The Court of 
Queen’s Bench adjudged the case againsthim. Nowadays 
and in this part of the country, perhaps, a passenger coul 


not claim tbat a pair of dueling pistols in a 
man’s carpet-bag were part of his baggage, because 
he intended to use shown on the journey. The 
Judge would be apt to say this was a case of 


‘concealed weapons.” But such a claim was allowed in 
1852 out West. The judge said the pistols were not carried 
for purposes of sale or traffic, but for the personal use and 
protection of the passenger, and that it was not unusual for 
travelers to carry them. Undoubtedly, a man going upon a 
hunting or fishing excursion may carry his rifle or fishing- 
tackle by cars, steamboat or stages leading to the grounds 
or returning from them, and may get the value of them as 
“‘baggage” if they are lost by the carrier. In war times a 
detachment of troops was once sent by train with a surgeon 
in company to treat any injuries the men might sustain, and 
this surgeon carried the instruments he thought he might 
want. These were decided to be his baggage. A more per- 
plexing case was that of a Pennsylvania carpenter, who 
started by stage from Pittsburgh to Wooster, in Ohio, carry- 
ing fifty dollars’ worth of his tools in his trunk. It did not 
appear how or when he expected to use them, but the court 
said it was so usual for journeymen mechanics to carry a 
small select portion of their tools upon expeditions that they 
ought to be considered baggage. . 

A gentleman whose trunk was stolen from the Fall River 
steamboat testified that it contained, along with ordinar 
clothing, his Masonic regalia and a variety of jewelry, all 
which were for his own use, and were usually carried by him 
upon his journeys. But the Judge and jury agreed that these 
things were scarcely baggage for men travelers. Ladies 
have sometimes been more favored in respect to carrying 
means of adornment. Probably nothing is more annoying 
to a carrier than to have a box or package in his storehouse 
or freight-crate explode and blow the surroundings to pieces; 
and when this happens, there is usually a pretty active law- 
suit to ascertain who is to blame, and make him pay. In the 
days whe» dualin was a new invention, a firm who were 
having some blasting done at North Adams wrote to the 
manufacturers of dualin at Boston, ordering a quantity made 
and sent, They also wrote to another concern at Boston, 
whose business was manufacturing ‘‘exploders” for firing 
dualin, to make and send them a parcel of these. As ill-luc 
would have it, the dualin and the exploders were finished at 
the same time at the respective factories, and were sent to the 
railroad depot to go to North Adams on the same day. The rail- 
road men saw “‘ dualin” stamped on one of the bution, but 
dualin was a novelty of which they had never heard. The 
other parcel had nothing on it to dations its contents. By 
mere accident the exploders and the dualin were stowed side 
by side in the car, and on the journey the one set fire to the 
other, and a great explosion ensued, ruining several cars and 
much freight. The court held that though the manufac- 
turers could not have anticipated that the two parcels would 
be stowed together, for neither knew what the other was 
forwarding, yet they were liable for the damage done, be- 
cause of neglect to give the carrier adequate information of 
the dangerous contents of the reels. There is no doubt 
that a traveler who should carry explosives, acids in fragile 
bottles, Fourth of July fire-works, or other mischievous 
things, without giving the carrier fair notice of what was in 
the trunk or valise, would be liable, if injury was done by 
_ goods on the way, to pay the bill.—New York Times, 
June 19. 





All sorts of reasons have been given for adopting a cer- 
tain gauge, but a Florida Company advertises for a locomo- 
tive, new or second-hand, and proposes to adjust the gauge 


giving the information is greater, than when further prog- | ascertained,” and “Total.” The traffic and mileage statistics | of its road to that of the engine, 
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General Railroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Dividends. 
Dividends have been declared as follows: 
Fremanee & Worcester, 24¢ per cent., semi-annnal, paya- 
ble Ju » 
Portland, Saco & Portsmouth, (leased to Eustern Com- 
pany), 3 per cent., semi-annual, payable July 15. 
Pittsburgh, Fort Wayne & Chicago (leased to Pennsylva- 
nia Company), 1% per cent., quarterly, on the special guar- 
anteed stock, payable July 1; also 1% per cent., quarterly, 
on the regular stock, payable July 8. 
‘ 3" aoe & Worcester, 5 per cent., semi-annual, payable 
uly 9. 
ouisville & Nashville, 244 per cent., semi-annual, for the 
half-year ending June 30. 








Mail Service Extensions. 
; Mail service has been ordered over railroad lines as fol- 
OWS: 

Spartanburg & Asheville, service extended from Coleman, 
S. C., to Hendersonville, N. C., 8 miles. 

Fond du Lac, Amboy & Peoria, service ordered from 
Fond du Lac, Wis., to Lron Ridge, 29.38 miles. 

Galena & Wisconsin, service ordered from Galena, IIl., to 
Platteville, Wis. 

Foreclosure Sales. 

The Louisville, Harrod’s Creek & Westport road was sold 
in Louisville, Ky., June 23, under a decree of the Kentucky 
Court of Chancery, and bought for $30,000 by James Trigg 
for account of tue bondholders. The road is of 3 ft. gauge 
and 11 miles long, from Louisville, Ky., to Prospect. 

The sale of the New York & Oswego Midland road has 
again been postponed, some new petitions have been filed in 
the foreclosure suit. The postponement is by agreement of 
the parties in interest, approved by the Court. The post- 
ponement is to Sept. 26. 

The Pennsylvania & Delaware road is to be sold in Phila- 
delphia, Aug. 12, under a decree of foreclosure granted by 
the United States Circuit Court. The terms are $100,000 in 
cash, the balance in 30 days, payable either in cash or in 
bonds and coupons at their pro rata value. The road ex- 
tends from Pomeroy, Pa., to Delaware City, Del., 114 miles; 
it was worked by the Pennsylvania Railroad Company unti 
a few months ago, when the lease was surrendered. Since 
then about 30 miles of the road have beeu worked by the 
Delaware Western Company. The bonded debt consists of 
$1,083,000 first and $519, second-mortgage bonds. 


ELECTIONS AND APPOINTMENTS. 


Baltimore & Delta.—Mr. J. A. Hunter has been appointed 
Chief Engineer. 


Canada Southern.—Mr. W. P. Tapio, the present Gen- 
eral Superintendent, is appointed neral Manager from 
June 25. His office is at St. Thomas, Ont. 


Cincinnati, Rockport & Southwestern.—This company 
has been ressweninall and the followmg officers chosen: Presi- 
dent, William Heilman, Evansville, Ind.; Vice-President, 
W. F. Nesbitt, Evansville, Ind.; Secretary, J. Henning, 
popes, Ind.; Treasurer, W. O. Rockwood, Indianapolis, 
nd. 


Corps of Engineers.—Col. Horatio G. Wright (Brevet 
Major General) has been promoted to be Chief of the Corps 
of Engineers, United States Army, viceGen. A. A. Hum- 
phreys, retired. Lieut.-Col. John Newton is made Colonel 
of - Corps and Maj. George H. Mendel], Lieutenant-Col- 
onel, 


Flint & Pere Marquette.—Mr. H. C. Potter has been ap- 
pointed Receiver in a suit for foreclosure of mortgage. e 
has been General Manager for a long time. 


Kansas Pacific.—The following appointments are an- 
nounced by the new management: General Freight Agent, 
John Muir, Kansas City, Mo.; General Passenger and Ticket 
Agent, P. B. Groat, Kansas City, Mo.; Auditor and Cashier, 
H. C. Clements, Kansas City, Mo.; Purchasing Agent, A. p. 
Clarke, Omaha, Neb. ; General Superintendent Kansas Pacific 
Express, E. M. Morsman, Omaha, Neb.; General Agent for 
Colorado, W. N. Babcock, Denver, Col. 


Marietta & Cincinnati.—Mr. J. H. Stewart has been ap- 
pointed General Superintendent. He was recently on the 
Cincinnati, La Fayette & Chicago. 


New Castle & Franklin—Mr. W. C. Quincy has been a 
pointed Receiver, relieving the trustee, Mr. Bradley. Mr. 
Quincy is General Manager of the Pittsburgh & Lake Erie 


road. 


New York Central & Hudson River.—Mr. E, V. W. Rossi- 
ter is supelates Assistant Treasurer from July 1, succeeding 
Charles Wendell, resigned. 


New York & Sea Beach.—Mr. Wm. H. Peddle has been 
appointed Superintendent. He has been for several years 
in the General Superintendent’s office of the New Jersey 
Central, and isa son of Mr. Charles R. Peddle, of the Terre 
Haute & Indianapolis road. 


Pennsylvania.—Judge James A. Logan has been appointed 
Assistant Solicitor General, with office in Philadelphia, He 
isnow President Judge of Westmoreland County, but re- 
signs that office to accept the position offered him by the 
company. 


Quebee Central.—At the recent annual meeting in Sher- 
brooke, P. Q., the oll board was reélected, and chose Hon. 
Mr. Robertson President, and R. D. Morkill, Vice-President. 


Rochester, Lakeville & Almont.—At a meeting in Lake- 
ville, Mich., June 24, the board elected Charles Ferguson, 
President; I. T. Beach; Secretary; Z. H. Hallock, Treasurer. 


Rome, Watertown & Ogdensburg.—Mr. J. D. Remington 
has been appointed Train-Master, with office in Watertown, 
N. Y. He has been for several years Train Dispatcher on 
the Oswego & Syracuse road. 


St. Paul, Minneapolis & Manitoba,.—The following are 
announced as the officers of this company, successor to the 
St. Paul & Pacific: George Stephen, ident; N. W. Kitt- 
son, Vice-President; Edward Sawyer, Secretary and Treas- 
urer; James J. Hill, General Manager: E. B. Wakeman 
Superintendent; W. 8. Alexander, neral Freight and 
Ticket Agent; S. 8. Breed, Auditor, 

From and after June 23 all reports pertaining to the ac- 
counts of this company must be sent two 8. 8. Breed, Auditor 
St. Paul, Minn. All remittances must be sent to, and 
draste drawn on, Edward Sawyer, Treasurer, St. Paul, 

inn. 


Springfield d& Western Missouri.—The Kansas City, Ft. 
Scott & Gulf Company, having acquired a§controlling inter- 
est in this company, has reorganized it and elected the fol- 


lowing director;: W. J. Terry, John N. A. Griswold, C. E. | 
Henderson, H. H. Hunnewell, M. E. Jones, L. H. Murray 
George H. Nettleton, T. F. Oakes, Wallace Pratt, Nathaniel 
Thayer. The board elected George H. Nettleton, President; 
W. J. Terry, Secretary; Charles Merriam, Treasurer. 


Swedesboro.—At the annual meeting recently the followin 
were elected: President, J. 8. Thompson; Directors, Richa 
Asbhurst, 8. Black, E. Gill, B. Haines, E. Stokes, J. 8. Van- 
neman, T J. Yorke; Secretary and iver, D. B. Gill. 
The road is leased to the West Jersey Company. 


Union Pacific.—Mr. M. H. Goble has been appointed 
Freight Auditor, with office in Omaha, Neb. 





PERSONAL. 

—General Manager 8. H. H. Clark, of the Union Pacific, 
will sail from New York July 5, for Europe, to be gone 
several months. Mr. Jay Goul withhim. Mr. Clark’s 
trip is for the benefit of health. 

—Mr. Charles Wendell has resigned his position as Assist- 
ant Treasurer of the New York Central & Hudson River 
Company, to engage in other business, 

—Reports from President Thomas A. Scott are that his 
health is much improved, and his return may be looked for 
soon. 


TRAFFIC AND EARNINGS, 
Railroad Earnings. 


Earnings for various periods are reported as follows: 
Third week in June: 1879. 1878. Inc.or Dec. P.c, 


Chi. & Eastern Illinois, .. o18.077 112,455 I. $6,622 530 

Chi., Mil. & St. Paul.... 86,000 151,949 I, 34,051 22.4 

Hannibal & St. Joseph.. 23,791 33,202 D. 9,411 28.3 

St. Louis, Lron Mt. & So. 88,826 67,969 I. 20,857 30.7 
Week ending June 20: 

Great Western........... $70,097 $69,750 I. $347 «(0.5 
Week ending June 21: 

Grand Trunk. ........... $147,833 $142,006 I. $4,927 3.4 


Grain Movement. 
Receipts and shipments of grain of all kinds at the eight 
reporting Northwestern markets, and receipts at the seven 
Atlantic wy for the week ending June 21 have been, in 


bushels, for the past six years: 
North- Northwestern Shipments .— 

western P.c. by Atlantic 
Year. receipts. Total. By rail. rail, receipts. 
1874....... 5,132,166 3,573, LOB 580,420 16.2 4,596,353 
1875....... 2,621,882 2,732,441 1,035,060 38.0 2,039,202 
1876. —... 3,886,980 4,926,760 2,198,054 44.6 5,128,251 
2,475,641 2,881,932 776,439 26.9 2,079,976 
1878. ..... 2,635,349 2,206,402 H48 255 23.8 4,159,732 
BOWE peveee 4,486,068 5,022,099 2,180,498 43.5 6,492,110 


The receipts of the Northwestern markets for the week 
this year were thus 70 per cent. greater than for the corre- 
sponding week of last year, though 124 per cent. less than 
for the corresponding week of 1874. Compared with pre- 
vious weeks of this year, the receipts are the smallest for 
four weeks. 

Of these receipts 54.4 per cent. was at Chicago, 14.5 at St. 
Louis, 13.1 at Milwaukee, 6.7 at Peoria, 6 at Toledo, 4.4 at 
Detroit, and 0.9 per cent. at Cleveland. 

The shipments of these Northwestern markets for the week 
this year were larger than for the corresponding week of any 
previous year, but only a little larger than in 1876, when 
the railroad war was at its height, and the rail shipments 
were the greatest ever known up to that time. Compared 
with previous weeks, the total shipments the last week are 
about the same as of the preceding week, and have been ex- 
ceeded but three times this year, and seldom before harvest 
in any preceding year—once in 1878, not at all in 1877, 
twice in. 1876, and not at all in any previous year so far as 
we have records. 

The receipts at Atlantic ports for the week this year are 
much larger than tor any corresponding week of previous 

ears, and have been exceeded but once this year, and, be- 

ore harvest, but once last year, and never before. The re- 
ceipts were doubtless affected by the advance in rates which 
went into effect June 9, the grain contracted before that 
Gato arriving atthe seaboard largely in the week ending 

une 21, 

Of the receipts at Atlantic ports for the week this year, 
41.2 per cent. was at New York, 20.8 at Philadelphia, 18.8 
at Baltimore, 9.3 at Montreal, 7.3 at Boston, 2.5 at New 
Orleans, and 0.1 per cent. at Portland. New York has not 
received so small a quantity before since it began to receive 
by canal ; Montreal’s receipts are the largest of the year, 
Philadelpitia’s have been exceeded but twice this year, Bal- 
timore’s but once this year and but three times in the his- 
tory of its trade. The extremely low rail rates, by divert- 
iug traffic from the Erie Canal, were evidently working 
against New York, and the advance in rail rates, if main- 
tained, will doubtless favor it. 

Baltimore grain receipts for June were: 

1879. 1878, Inc. or Dee. P.c 
Flour, barrels......... 79,136 83,746 D., 4,610 af 


Wheat, bushels....... 1,450,066 530,486 I, 919,580 173.3 
ro ae atl “""" govg'os5 «1,722,115 1. 1,201'920 64.0 
Other grain .......... 173303 99/510 1." 73'708 74.2 


oh 








Total grain...... 4,547,404 2,352,111 L. 1,195,203 60.8 
Total flour reduced to 
WR. 0c ccccctvcesce 4,943,084 2,770,841 11,172,143 42.3 


For the six months ending June 30 the receipts were as 
follows: 











1879, 1878. Increase. P. c. 
Flour, barrels......... 620,827 600,617 20,210 3.4 
Grain, bushels. ...... 25,843,030 18,169,279 7,682,751 42.3 


Total, bushels.. 28,947,165 21,163,364 7,783,801 36.7 
Exports for May were 37,396 barrels flour, and 3,726,- 
889 bushels grain. 
Buffalo receipts up to June 30 were as follows : 








-—-Flour..——  ———-Grain.-— - --— 
1879. 1878. 1879. 1878. 
BUND: viens «is aviddide’s 164,250 277,888 14,576,947 24,284,657 
ices nn davieiennes 644,500 262,100 21,228,000 13,713,600 
Total.......-..-+. 808,750 530,088 35,804,937 37,998,257 
Shipments eastward of grain received by lake were: 
1879. 1878. Decrease. P. c. 
By canal, bushels....... 10,340,491 19,102,550 8,762,059 45.8 
Be A Ans deni tudees .. 8,092,330 4,977,783 1,885,453 39.0 
Total 
Per cent. by rail........ 


The canal opened May 8, this year, and April 15, last | 
year. 
Pacific Through Freights. 
Through shipments eastward over the Central Pacific in | 
y were: San Francisco, 5,153 tons ; interior points, | 
1,075 tons ; total, 6,228 tons; abdut 623 car-loads, or an 











average of 21 car-loads a day. Leading items of freight 
were 3,652 tons wool, 403 tons salmon and 291 tons wine. 
Coal Movement. 


Coal tonnages for the week ending June 21 are reported 
as follows: 


1879. 1878. Increase.  P.c. 
TE. win tue ceinktan 590,069 401,258 182,811 45.6 
Semi-bituminous............ 79,952 65,356 14,596 22.3 
Bituminous, Pennsylvania... 39,282 38,789 493 1.3 
Coke, Pennsylvania......... NEEL. pane Gani, Pridtes see mere 


Anthracite trade continues active, in spite of the geason. 
The Delaware, Lackawanna & Western auction sale for 
June showed a slight increase in prices. 


Cotton, 

Receipts of cotton at shipping ports for the crop year from 
Sept. 1 to June 27 are reported as follows by the Commer- 
vee and Financial Chronicle, in bales of about 450 Ibs. 
each: 

1879. 1878. 1877, 1876. 1875. 
4,420,903 4,237,315 3,938,656 4,056,109 4,457,934 

Receipts after this date rarely amount to as much as 7,000 
bales a week, so that the figures above will represent preity 
closely the business of the year, to which must be added the 
po consumption and the through ruil shipments to Eastern 

actories. 


rie Canal, 


The business of the canal at Buffalo from the vpening to 
July 1 was as follows: 


1879. 1878. Decrease. P. c. 
Boats cleared........... 1,695 2,906 1211 417 
Tolls received...... .... $104,607 $204,621 $100,014 48.9 
Average per day.. ..... 1,974 2,692 718 26.7 


The canal opened May 8 this year and April 15 in 1878, 


East-Bound Passenger Rates. 


At a meeting held in St. Louis, July 2, the rate from Kan- 
sas City to New York was fixed at $24.75. 


RAILROAD LAW. 


Negligence—Ordinary Prudence, 

In Artman against the Kansas Central Co., the Kansas 
os a Court holds as follows: 

. Every adult is presumed to be endowed with sufficient 
reason to enable him to exercise ordinary prudence, and the 
law demands of any | such person the employment of all 
reasonable means to foresee and prevent injury. 

2. A conveyed by deed toa railway company a right of 
way through his farm for the railroad of the grantee, said 
farm lying on both sides of the strip granted. The deed con- 
tained this clause: ‘‘ Said second party (the railway com- 
pany) agrees to build a wagon road across said railroad on 
each of the tracts of land conveyed at such convenient points 
as said first party (A) may elect.” The railroad accepted 
the deed, had if recorded, entered into possession of the 
strip of land, constructed their railroad thereon, com- 
menced to construct one wagon road at a point designated 
on the strip by A, and then left it in an unfinished and 
incomplete condition, so much so, that A stated in his tes- 
timony he did not consider it a crossing at all; no sufficient 
grading was had at the place; an empty wagon could be 
driven over, if care was used, but it was dangerous to cross 
with a load. A, well knowing the danger o} a and 
being familiar with the ground attempted in daylight to 
cross with his team and wagon; on his wagon was a hay 
frame, partially filled with hay and corn, and containing 
three children, himself and another adult person. As the 
wagon was leaving the track, the horses started on account 
of the wagon or rack shoving forward against them, from 
the grading not being in good shape, and ran away, injuring 
themselves, the harness and wagon, and causing serious anc 
permanent injuries to A. Held, that, in an action by A 
against the railway company for damages for such injuries 
on the proof of these facts, A is not entitled to recover, and 
the trial court might rightfully and properly sustain a 
demurrer interposed by the defendant to the evidence of 
plaintiff. 


Directors as Contractors, 

The New York Daily Register has collected a number of 
decisions bearing upon the question of contracts made by 
directors with the company which they represent, among 
which are the following: 

A director of a corporation occupies a trust relation 
toward the stockholders, which disables him from taking 
any personai benefit under a contract entered into by the 
board, on behalf of the corporation. Thus a railroad di- 
rector cannot be individually interested in a contract for 
the construction of the road.—Huropean & North Ameri- 
can Co., v8. Poor, Maine. 

An express contract between the director of a corporation 
and the company is not void, but is voidable at the option of 
the cestui que trust exercised within a reasonable time. No 
consideration of its apparent or intrinsic fairness will induce 
a Court, either of law or equity, to enforce it against the 
resisting cestui que trust. Such a contract is, however, 
valid and enforceable as to others.—Stewart vs, Lehigh 
Valley Co., New Jersey. 

It is not enough to show that the transaction was fair, 
and that the officer or trustee acted fairly, as an indifferent 
person would have done. The constituents are entitled not 
merely to the impartiality of an umpire; they are entitled to 
have all his skill and judgment employed in their service 
and on their side-—New York Central Ins, Co., vs. National 
Protective Ins, Co., New York. 

Thus where contractors for the building of a railway, 
under a contract made with the president and directors, 
assigned an interest in the contract to the president, and 
subsequently the president received bonds of the company 
to be delivered to the directors in payment fur services under 
the contract: Held, That as against the company he had no 
title to the bonds.—Flint & Pere Marquette Co., vs. Dewey, 
Michigan. 


Railroad Property in Use not Subject to Execution. 

In the Heirs of Skidmore against the Pittsburgh, Cincin- 
nati & St. Louis Co., in the United States Circuit Court in 
Chicago, plaintiffs claimed certain property on which the 
shops a) yards of the Columbus, Chicago & Indiana Cen- 
traf road are located, basing their claim on a sale of the 
property under execution and a sheriff's deed. The Court 
decides against their claim, holding: 

1. Preperty used by a corporation like this for the exercise 
of its franchises, cannot be levied upon and sold under execu- 
tion. The principle involved seems to be that lands used for 








sas nbBo ne $208 13,432,821 24,080,333 10,647,512 44,2 | carrying out the purposes of a public corporation, like a 
23.0 20.7 cecscserees seers | canal or railroad company, is invested with the character 


istics of a public trust, which the corporation is created to 
execute, and cannot be diverted therefrom by any act of 
the corporation short of the absolute abandonment of the 
purposes of its enterprise. 

2. In this case it is further held that the property is cov 
ered by a mortgage which hasa prior lien to plaintiffs’ claim 
It is also now in possession of defendant under order of a 
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court having jurisdiction of the subject matter and of par- 
ties in a suit for foreclosure. 
Right of Way—Title to Lands Condemned. 

In Alien against the Kansas Central Co., the Kansas 





Supreme Court holds as follows, reversing the judgment of | 


the lower court: 

|. Railway companies by virtue of their nogupainory 
powers to take land under article 9, ae gl 28, of General 
Statutes, and amendments thereto, acquire no absolute title 
in fee simple in the lands condemned, but only the right to 
the perpetual use of the property for railroad purposes. 

2. The former proprietor of the soil still retains the fee of 
the land and his right for every purpose, not incompatible 
with the rights of the railroad, 

%. Asa matter of law, the railroad has the paramount 
right to the land, and the land owner must yield to the 
superior claim secured by the condemnation proceedings, 
and he cannotin any mode or for any parnepe interfere 
with the use of the property so taken for railroad pur- 
JOSOS, 

Whether the necessities of the railroad require exclusive 
occupancy of the land is a question of fact and not of 
law. 


THE SCRAP HEAP. 
Railroad Equipment Notes. 

The Missouri Car & Foundry Co, has recently built a pho- 
tograph car for ©. W. Atkins, of Lowa, It is 50 ft, long, 10 
ft. wide, and has a skylight and side-lights. 

The Ohio Falls Car Co., at Jeffersonville, Ind., has 
recently delivered a large number of freight cars to the 
Atchison, Topeka & Santa Fe. 

The Harlan & Hollingsworth Co,, at Wilmington, Del., 
has delivered 15 palace cars to the New York & Manhat- 
tan Beach road, The company also shipped last week four 
open excursion cars to Cape May. A number of Pullman 
cars are being overhauled and repaired in the shops. Two 
boilers were shipped last week for a ferry boat at Portland, 
Oregon. 

The Ontario Car Co,, at London, Ont., has a contract to 
build 500 box cars for the Canada Southern road. They are 
built from the New York Central *ifieations and have the 
Master Car-Builders’ standard axle and continuous draw- 
bars. 

The Bissell safety car stove manufactured by Bissell & Co. 
Pittsburgh, Pa., has recently been tested by several railroad 
officers with success, This firm holds the exclusive license 
to use the Winslow patent water-base, but their stoves are 
made after their own improved patterns. 


Iron and Manufacturing Notes, 


The Pennsylvania Iron Works, at Danville, Pa., have 16 
puddling furnaces at work, and were to start up the rail 
mill this week, 

The rapa go Rolling Mill turned out 1,972 tons of new 
iron rails in 2l daysin May. Light rails for narrow-gauge 
roads were 60 per cent. of the whole product. 

Riehle Brothers, of Philadelphia, have several large con- 
tracts for track and other heavy scales. They are building 
for the Russian Cumnen a “= testing machine, similar 
to the one made by them for the Pennsylvania Railroad, 
Bridge Notes, 

Rust & Coolidge, engineers and contractors and lessees of 
the American Bridge Works, Chicago, have the following 
works in process of construction: One pivot span and turn- 
ing-table together with centre-pier of one centre and six out- 
side columns, 50 ft, in height, also 13 fixed spans and one en- 
gine turn-table for the Keokuk & St. Louis Line; ten spans 
and substructures of iron cylinders for the Central Branch, 
Union Pacific; one span over Patoka Creek, Evansville & 
Terre Haute road; roof trusses for car-house North Chicago 
City Railway; elevated railroad in Thirty-fourth street, 
New York; iron draw-bridge and substructure at New 
Hamburg, N. Y.; at Atchison, Kan., for the Chicago & At- 
chison Bridge Co., a masonry abutment upon a caisson sunk 
by the plenum-pneumatic process to the rock at a great 
depth. 

‘’he Commissioners of Marion County, Ind., will receive 
at the County Auditor’s office in Indianapolis, until July 
24, bids for the following bridges: 1. Over Pleasant Run, 
55 ft. span, 18 ft, roadway, capacity 1,800 lbs, per lineal 
foot. %. Over Fall Creek, 180 ft, span, 18 ft. roadway, 
capacity 1,440 Ibs. rolling load per lineal foot, 3. Over 
White River, three spans ef 150 ft. each, 16 ft. roadway, 
capacity 1,280 1bs, rolling load per lineal foot on a safety 
factor of four, 


Rotten Ties. 


New Jersey Central train-men are telling of a cat which 
got into a baggage car at Jersey City and started for the 
West. She was put out at Plainfield, but climbed on a truck 
and stuck to it until the train reached White Haven, Pa., 
when a dog frightened her off. 

brakeman on a south-bound freight train was knocked 
off on Saturday while ng through the ill-fated Marsh- 
field bridge in Warren County, and is so badly injured that 
he cannot recover. He is the sixteenth man killed by this 
bridge.—Indianapolis News, 

About time guards of some kind were put up there. 


British Rail Exports. 


ix ports of iron and steel rails from Great Britain during 
the five months ending with May are vend as follows by 
the British Board of Trade, in tons of 2, Ibs. : 


1879. 1878. Ine. or Dec. P.c. 











TrOM... sovcese su¥aos 18,004 66,022 Dec... 48,018 72.8 
BLOG. 6 6 dsnesses +ee+« 118,070 91,783 Inc,,.. 26,287 28.6 
Total cosseee + 136,074 157,805 Dec... 21,731 14.0 


This year 87 per cent. and last year 58 per cent. of the 
exports were steel, 

The average values per ton were: 

1879. 1878. Decrease. P. ec. 

POR « . .v0.00% sven sh dbide sb ie aeee $27.75 $30.15 $2.40 8.1 
Steel 29.60 38.00 8.40 22.1 

The values reported are much higher than tue market 
prices would yield. Scarcely any steel rails can have been 
sold this year in England at more than $25 per ton at the 
mills. 

The total exports of steel and iron for the five months this 
year would suffice to lay 1,546 miles of track with 56 Ibs. 


rails, 


Combination of German Locomotive Works. 


A German paper, the Volks-Zeitung, has published the 
full text of a code of rules adopted by a syndicate of fifteen 
locomotive manufacturing firms, said to include all the loco- 
motive works in Germany, The syndicate has been formed 
with the object of fixing a minimum price to be tendered 
for all contracts. The association is divided into two groups, 
including, respectively, ten establishments in North Ger- 
many and five in the southern part of the empire. The 
various establishments of each group are numbered consecu- 
tively, and the minimum price is to be tendered 
for successive contracts by each firm in_ rotation 
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as numbered, the remaining members of the “ring” 
binding themselves to send in-tenders at least $250 in ex- 
cess of the fixed minimum. A selected list of nine rail- 
roads has been drawn up, and the companies in cluded in 
this list are to be considered the exclusive property of the 
southern group of manufacturers, or, in other words, all con- 
tracts for these lines and their branct 

five locomotive firms of the South, while the locomotives 
for all German lines not included in the said list are to be 
built by the northern group of associates. 
are to be divided as equitably as may be, subject to the 


above general rules, and also to the provision as far as practi- | 


cable that the share of nosubscribing establishment is to be less 
than four locomotives of the same pattern at one time. The 
ices are to be fixed by a majority of two-thirds in conference. 


ork may be voluntarily exchanged by the members, and | 


each is at liberty to take any work not submitted for tender, 
but privately offered; no member of one group, north or 


south, however, must accept or contract for work, whether | 


voluntarily offered or submitted for competition, in the dis- 
trict apportioned tothe other group, except with the per- 
mission of that group. 
treasury of the syndicate a fine of $2,500 for every locomo- 
tive built in contravention of these rules. To rantee the 
payment of these fines each firm has deposited a bill of ex- 
change for $25,000 with a banking firm in Berlin, with the 
understanding that in case the payment of any fine is re- 
fused, the bill of the firm concerned is to be forthwith put 
into circulation. The fines are to be imposed by a majority 
of two-thirds in conference. The bank holding the guarantee 
bills has agreed not to surrender any of these except on 
receipt of a properly drawn legal document recording the 
imposition of a fine according tc the regulations. 

An Unlucky Trip. 

Engineer Jim Wood, of the famous No. 110, Western Div- 
ision, Central road, had a remarkable chapter of accidents, 
Saturday, which delayed the arrival of the special express in 
Utica nearly an hour, Near Newark a man attempted to 
drive his horse across the track in front of the train. He and 
his horse were hit and killed, and the body of the man was 
fonnd in front of the boiler. The train was stopped and 
backed up, and the body left at the station. The victim was 
Isaac se heen a Sodus farmer. 

Near Port Byron, Thomas Murphy, aged 87 years, at- 
tempted to drive a poor old horsein front of the same train. 
The old man was thrown as high as the smokestack and fell 
on his head and shoulders. He died soon afterward, 

Near Syracuse, Engineer Wood saw a man ahead of him on 
the track. A woman with a long sun-bonnet on her head 
was approaching the man and a freight train was running 
abreast of both. The woman was looking down, and the 
man did not appear to hear the train. The engine 
was reversed and the whistle sounded. Just in time to save 
his life the man heard the whistle, turned round and cried 
out to the woman, and both barely escaped being run down. 

Engineer Wood is one of the most experiencedland careful 
men on the road, but this day’s experience will be vivid as 
long as he lives. In each case the jury exonerated him from 
blame. It is the old story of f wolhardy attempts made every 
day to drive over railroad tracks in the face of approaching 
trains. No one should ever attempt to cross a railroad track 
without stopping and looking both ways for trains. The loss 
of a few moment’s time may save valuable lives.— Utica (N. 
Y.) Herald, June 28, 

Stevens Institute of Technology. 

The graduates and subjects of their theses at the com- 
mencement held June 26 last were : 

A, Claude Aikin, Steam Machinery of the High Pressure 
Non-condensing Tug ‘*‘ W. E. Cheney.” 

John 8. Cooke, Rolling Mill for the Manufacture of Mer- 
chant Iron. 

Wm. W. Dashiell, An investigation of the Relation existing 
between the Lines of a Ship, and the Power necessary for its 
Propulsion. 

Henry F’. Dawes, Review of Cotton Pickers. 

Walter G. Dilworth, Review of the lron Draw-Bridge over 
the Hackensack River. 

William 5, Heger, Determination of the Constants of Gal- 
vanic Elements. 

William E, Jacobs, Car Wheels. 

James F. Kelly, The Computation of Strains in Beams. 

Charles 8. Kingsland, Machinery for the Manufacture of 
Fine Writing Paper. 

J. Holmes Longstreet, Railway Signaling. 

Juan B. Ramirez, The Metropolitan Elevated Railroad. 

Edward P. Robbins, Steam Fire-Engines. 

Wilfred C. Smith, The Manufacture of Paper. 

Philip Wallis, Review of the Engines of the Steamboat 
Mary Powell. 

Maunsel White, Analysis of the Disturbing Forces in the 
Locomotive. 

All the above received the degree of Mechanical Engineer, 

William E, Geyer, B.S., whose thesis was ‘‘ On the Extrac- 
tion‘of the Isomeric Purpurines from Artificial Alizarin,” re 
ceived the degree of Doctor of Philosophy. 

Whistling in Indiana. 

Peace reigns in Madison County, at least, if nowhere else 
in Indiana. The county court has enjoined the railroad 
companies from executing the ‘ whistling law ” within the 
county. On what grounds the injunction has been issued is 
not stated. 

Senator Cadwallader, author of the ‘* whistling law,” says 
he gets a dozen of postal cards some days hike this, ‘‘ D—n 
the author of the whistling law.—AN INJURED PARty.”— 
Ft. Wayne Sentinel. 


OLD AND NEW ROADS. 


Anderson, Lebanon & St. Louis.—Argument on the 
final decree of foreclosure was heard before the United 
States Circuit Court in Indianapolis last week. 


Atchison & Nebraska.—The extension of this road 
from Lincoln, Neb., northward through Seward and Butler 
counties, has been located and work begun. Both counties 
have voted aid to the road. 


Atchison, Topeka & Santa Fe and the Denver & 
Rio Grande.—A dispatch from Denver, Col., June 29, 
says: ‘“‘ The situation in the Denver & Rio Grande Railroad 
matter is unchanged. Mr. H. A. Risley, Receiver, retains 
possession. The Rio Grande Company came into court yes- 
terday and filed its return to the writ of restitution recently 
issued, insisting on its inability to comply with the order on 
account of the writ of suit wherein a receiver was appointed, 
claiming it had executed to the best of its ability the orders 
of the Court. by removing the suit into the United States 
Court, Judge Miller presiding. The Rio Grande Company 
also represented to the Court that the Atchison & Topeka Rail 
road Company had obtained possession by fraud and mis- 
representations; that the property had depreciated during 
the time of its possession, and that under the contract of pos- 
session it had the right to re-enter without notice. The Re- 
ceiver also presented to the court his ap ointment, and 
stated that the dilapidated condition in which he found the 
road when he received it and the lack of material and sup- 
plies necessitated on its behalf large outlays to repair, renew 





and replace what had been destroyed. Judges Miller and 


1es are to belong to the | 


The contracts | 


Each firm binds itself to pay to the | 
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Hallett, to whom these papers were presented, said nothing 
would be done until further notice.” 


Atlantic & Gulf.—A decree of foreclosure and sale has 
been granted by the United States Circuit Court, and the 
road will probably be sold in November next. 


Baltimore & Delta.—At a recent meeting of the board 
the President reported 17 miles of grading completed, and 
work progressing well. The board authorized the letting of 
contracts for grading and masonry from the Great Gun- 
| powder River to Baltimore. 


| Baltimore & Hanover.—Surveys are to be_made for 
|a short branch from this road to Manchester, Md. The 
| branch will be built if the Manchester people take a sufficient 


| amount of stock. 


| Baltimore & Ohio.—It is said that there is some dissat- 
| isfaction at the present division of expenses on the 33 miles 
| of the Central Ohio road between Newark and Columbus, 
| used in common by this company and the Pittsburg, Cincin- 
| nati & St. Louis. Several conferences have been held lately 
to settle the matter. 


Bellefonte & Snow Shoe,—It is said that arrange- 
ments bave been completed for a lease of this road to the 
Pennsylvania Railroad Company. The road runs from Snow 
Shoe Intersection on the Tyrone Division of the Pennsyl- 
vania Railroad to Snow Shoe, 21 miles, with an interest in 
four miles of the Tyrone Division from Snow Shoe Inter- 
section to Bellefonte. It is entirely dependent on the Penn- 
sylvania for an outlet. 


Bloomington & Fairfax.—Surveys for this road have 
been completed, and it is said that work will soon be begun. 
The line is from Bloomington, Md., on the Baltimore & 
Ohio, near Piedmont, southwest up the North Branch of the 
Potomac to the Fairfax stone, which marks the dividing 
line between Maryland and West Virginia. The distance is 
about 30 miles, through a country rich in coal and timber, 
but now rough and undeveloped. 


Boston, Hoosac Tunnel & Western. —The New 
York Supreme Court has appointed Henry R. Pierson, 
Charles Hilton and Selden E. Marvin Commissioners to de- 
termine the matters in dispute relating to the crossing of the 
Troy & Boston road by the tracks of this road. 


Canadian Pacific.—Tenders will be received by F. 
Braun, Secretary of the Department of Railways and 
Canals, at Ottawa, Canada, until Aug. 1, for the construc- 
tion of about 100 miles of this road, beginning at Winnipeg 
in Manitoba, and running northwest to the main line, poe 
thence west between Lake Manitoba and Portage la Prairie. 
It is all west of Red River. Printed forms of tender and 
other information may be had at the Engineers’ office in 
Ottawa or Winnipeg. 


Chicago & Block Coal.—This company has filed arti- 
cles of incorporation in Indiana, the capital stock to be 
$800,000. The articles include the Indiana North & South 
road, lately sold under foreclosure, and cover a line from 
the Ohio River in Warrick County, Ind., northward to the 
Calumet River in Lake County, a distance of 265 miles. 


Chicago & Evansville.—This company has filed arti- 
cles of incorporation for a railroad from Evansville, Ind., 
north by west 35 miles to a point on the Wabash River op- 
posite Grayville, Ill., a distance of about 35 miles. The 
capital stock is to be $500,000, The line is apparently to 
connect with the Grayville & Mattoon road. 


Chicago & Pacific.—Receiver Whitman reports as 
follows for March, April and May: 
ARNG: MUNIN Boas 5 bins cnccadedatbvecocos )¢sbRecer bent $11,379.61 
Receipts from all sources..... . ..csscceccccrcececcecs 45,401 91 





oe ee $56,781 .52 
39,993 .05 


WORE vc biskeicune ces 
Disbursements 





Balance, June 1.... LANE RAS, Cm, 

The receipts were $5,408.86 greater than the disburse- 

ments. The payments include $2,812.50 for new equipment 
and $713.10 on old claims against the company. 


Cleveland, Painesville &Ashtabula.—This old name 
has been revived by a new company, which has filed articles 
of ingorporation in Ohio for a line from Cleveland to the 
state line in Conneaut Township, Ashtabula County. The 
proposed line is south of the Lake Shore road and nearly on 
the line of what is known as the ‘‘South Ridge road,” that 
line being chosen to accommodate local travel. It is pro- 
posed to continue the line through to Buffalo. The incor- 
porators are G, Lewis and others, who bought 
some time ago at foreclosure sale the Lake View & Collamer 
road running a short distance out of Cleveland. Mr. Lewis 
also owned the Chautauqua Lake road for a time. 


Columbus & Northwestern.—The contract lately let 
to Stanton, Gard & Co. is for 100 miles of narrow-gauge 
road fron: Columbus, O., northwest, the contract price being 
$4,157 per mile complete, $1,500 per mile in cash and the 
balance in bonds at 90. The line is located from Columbus 
to Swanders on the Dayten & Michiganroad. It isintended 
to run through Fort Wayne and into Michigan by South 
Bend and Berrien Springs to the mouth of the St. Joseph 
River. 

Dallas & Cleburne.—Arrangements have been made 
to organize a company to build a narrow-gauge road from 
Dallas, Tex., by Alvarado to Cleburne. A considerable 
amount of stock has already been subscribed for. 


Des Moines, Adel & Western.—Contracts have been 
let for the grading of an extension from Adel, Ia., westward 
to Panora in Guthrie County, about 20 miles. 


Duck River Valley.—Tracklaying is now in progress 
on the extension of this road from Lewisburg, Tenn., south- 
east to Petersburg. The distance is about 14 miles. 

Elizabeth, Lexington & Big Sandy.—A dispatch 
from Lexington, Ky., says that C, P. Huntington and others 
interested in the Chesapeake & Ohio road have concluded an 
agreement by which they secure control of this road, on 
condition that they complete the 83 miles of road from Mt. 
Sterling, Ky., to Huntington, W. Va., the terminus of the 
Chesapeake & Ohio. 


Fitchburg.—The Special Committee of the Boston Board 
of Trade to examine into the differences between this com- 
pany and the state as to the use of the Troy & Greenfield 
road and the Hoosac Tunnel, has made a report, which, in 
substance, sustains the management of the Fitchburg Rail- 
road, and stating that the official reports, figures and statis- 
tics, show that the Hoosac Tunnel traffic has been done ata 
loss to that road during the year ending Sept. 30, 1878; that 
the state bas received a larger percentage of the revenue, 
based upon the earnings of the Troy & Greenfield Railroad, 
than the connecting or competing roads engaged in similar 
traffic; that unless the tunnel tolls are fixed upon such terms 
as will encourage connecting roads to offer their traffic to 
the Troy & Greenfield Railroad, disastrous consequences are 
likely to follow, not only affecting the revenue of the state 
and the road, but also the. business and commercial interests 
of the commonwealth and the future welfare of Boston. 
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Therefore, the committee urge upon the board the impor- 
tance of immediate action. 

A temporary agreement has been made with the 
Governor and Council of Massachusetts to cover the period 
from April 1, 1879, to Jan. 1, 1880, and to be termin- 
able after the last-named date by either on”, on one 
month’s notice. Tho present tolls over the ry & Green- 
field road are continued, but the Fitchburg Company is to 


receive a rebate to be fixed by arbitration, and to be suffi- | sal 


cient to prevent loss on the business, The rebate is not, in 
any event, to be so large as to bring the earnings of the Troy 
& Greenfield road below the amount required to operate and 
maintain it, such sum being limited to the amount reported 
for the fiscal year ending Sept. 30} 1878. 

The agreement continues as follows: ‘It is also : 
that in case any other railroad company shall enter upon 
and perform any business over that portion of the Troy & 
Greenfield Railroad run by the Fitchburg Railroad Ba 
pany, said other railroad company shall account for its pro- 
portion of the amount to be retained as above, to be deter 
mined, in case of di ement, by said arbitrators. It is 
further agreed that said arbitrators shall at once decide 
as near as they can what expenses—an accurate account 
of which shall be kept and rendered—will be considered in 
the matter of cost, and upon report thereof the manager 
is authorized to allow said company to retain such a percent- 
age of the gross earnings, as heretofore made, as may be suf- 
ficient to cover the rebate, if any, until the award of the ar- 
bitrators is made, and the balance shall be adjusted between 
the parties. In case said manager and said company cannot 
agree on the amount of said percentage to be so retained, it 
shall be fixed by said arbitrators.” 


Flint & Pere Marquette.—A bill to foreclose the con- 
solidated mortgage on this road was filed in the United States 
Circuit Court in Detroit, June 27, by the trustees under the 
mortgage. This action was preceded by a formal demand 
upon the company by the trustees, and an answer from the 
company to the effect that it was not possible to pay the 
matured and maturing interest or to give any reasonable 
assurance that those liabilities can be met. The company’s 
answer to the bill was filed at the same time, admitting the 


default and raising no issue upon the facts. The Court took } 


the bill and made an order oppolning as Receiver Dr. H. C. 
Potter, now the General Manager of the road. He took for- 
mal possession of the property July 1, 

The liabilities of the company, not including floating debt, 
are stated as follows: 


Land grant bonds, first series......... .........sceeeeee $1,000 
Land grant bonds, second series....... ..........5...-. 9,000 
Land grant bonds, third series..................+..0-. . 1,987, 
Flint & Holly bonds.................. : 

Bay City & East Saginaw bonds... 
Bay County bonds................. 
Holly, Wayne & Monroe bonds... . 
Construction LOOM 20.2... -ccecseceess 








Consolidated bonds Bold... 6... sic secs” A vebae cc enses : 3,559,000 
Consolidated bonds as collateral... ...............000000% 1,157,000 
Pokal indehtoGaeae.» « iscakasanedss4ashbswiacadeeann $8,314,905 
Unpaid and part due coupons......... .....e...6. 1,200,523 
Aawvegahe WOW GUNB..00 0s ceiccobveshwesene dacaeene $9,524,427 


The $3,607,995 bonds prior to the consolidated issue are 
not affected by the foreclosure proceedings, and it is believed 
that the road will be able to carry them without trouble, its 
net earnings considerably exceeding the charges on that 
part of the debt. Reorganization has hardly been discussed 
publicly as yet, but it is thought that a new company will 
be formed, the consolidated bonds exchanged for stock and 
the old stock wiped out. 

The proceedings are explained by the following extract 
from a circular sent to bondholders: ‘‘The net income of 
the company has been sufficient to pay the coupons of the 
prior mortgages, but in making necessary renewals and ad- 
ditions to equipment and construction, there has arisen an 
indebtedness for current expenses, which exist as preferred 
claims, 

‘*Upon the surrender of the property of the company, 
and its transfer to a receiver, these preferred claims must a 
paid from the surplus earnings after meeting current ex- 
penses. This will delay for a time the Payment of coupons 
on the land grant, and Holly, Wayne & Monroe bonds. 

For the purpose of preventing as far as practicable the in- 
convenience and losses attending the non-payment of these 
coupons, and to facilitate the speedy reorganization of the 
company, and to place its affairs in such shape that the net 
earnings can at the earliest moment be applied to the pay- 
ment of coupons on the prior bonds, and to a division of the 
surplus among those holding the consolidated bonds, at a 
conference of parties representing the several classes of 
bonds and liabilities of the company, it has been proposed to 
fund the unpaid coupons of 1876, and also the Holly, Wayne 
& Monroe coupons, maturing July 1, 1879, and Jan, 1, 1880, 
and the land grant coupons, maturing Sept. 1, 1879, and 
March 1, 1880 ; and the Bay City & East Saginaw Railroad 
coupons, maturing July 1, 1879, and Jan. 1, 1880; also the 
unpaid coupons of Jan., 1878, on same bonds, into a 6 per 
cent. bond, to be issued by the reorganized company, ond to 
be secured upon the property of thecompany, subject to prior 
mortgages, but which security will take precedence of the 
rights of the holders of the consolidated mortgage bonds. 

‘The officers of the company consider the bonds prior to 
the consolidated bonds as amply secured, and caution holders 
against sacrifice, notwithstanding the temporary delay in 
the payment of their coupons.” 

The bondholders’ committee consists of L. Snow, Jr., 
Francis Hathaway, New Bedford, Mass.; H. H. Fish, Dr. A. 
G. Brower, Utica, N. Y., and H, A. V. Post, New York. 
Holders of securities are requested to communicate with the 
committee, whose office is at Clark, Post & Martin’s, No. 21 
Nassau street, New York City; post-office box, No. 2,909. 


Gainesville & Dahlonegwa.—An active canvass is bein 
made for subscriptions to the stock along the line of this roac 
and in Gainesville and Atlanta. Thus far the success has 
been very fair. The road is to run from Gainesville, Ga., 
on the Atlanta & Charlotte Air Line, northwest about 25 
miles to Dahlonega. 


Grand Trunk.—A meeting of the stockholders was held 
in Loudon, England, June 30, at which it was voted to ap- 
prove the sale of the Riviere du Loup Division to the 
Canadian government. The President, Sir monty W. Tyler, 
stated that the purchase money would be applied to the ac- 
quirement of connections with St. Paul and extension to 
Chicago, The company has already taken the first step to 
the Northwest and intends to possess itself of a valuable line 
commanding the traffic of North Michigan. 


Hannibal & St. Joseph.—This company has sold $100,- 
000 of its new land-grant bonds at par and accrued interest. 
They are sold to pay for new equipment and improvements 
of road. 


Indianapolis, Cincinnati & La Fayette.—In view 
of the possible loss of the Cincinnati, La Fayette & ay 
connection, Receiver Ingalls is said to be negotiating for the 
establishment of a new line between Cincinnati & Chicago 
by using the Louisville, New roy = ag Chicago from 
Fayette northward, and running into Chicago from that 





road over either the Baltimore & Ohio or the Pittsburgh, 
Cincinnati & St. Louis. 


Logansport, Crawfordsville & Southwestern.— 
ony en was to be made this week to the United States 
Circuit Court to fix a day for the sale of this road under the 
decree of foreclosure. 


Louisville & Nashville.—A strong opposition to the 


le of the Louisville city stock in this company is repo 
chiefly from Louisville merchants and others, who fear that 
the sale will transfer a controlling interest to rn holders. 


Nashville & Tuscaloosa.—Track is reported laid from 
the Nashville, Chattanooga & St. Louis at Dickson, Tenn., 
southward 10 miles to Bon Aqua Springs. Some 10 miles 
more are graded and the work of tracklaying is still in pro- 
gress. 


Nesquehoning Valley.—An agreement has been exe- 
cuted by which the lease of this road to the Lehigh Coal & 


pti ion Company has been so modified as to reduce the 
rental dividends from 10 to 7 per cent, a year, and to sus- 
nd for five years the power of lessee to terminate the lease. 
e road is sub-leased, with the rest of the Lehigh Com- 
pany’s, property to the Central of New Jersey. 


New Castle & Franklin.—The trustee under the 
mortgage took possession of this road several weeks ago and 
he is now relieved by a receiver. The application was made 
by the stockholders and was nted by the Court, the Re- 
ceiver chosen being Mr. W. C. Quincy, General Manager of 
the Pittsburgh & ke Erie road, who will take immediate 
possession of the property. 


New Jersey Southern,—The contracts for all the work 
on the extension of the Tom’s River Branch from Waretown 
Junction, N. J., to Barnegat, have been let to W. A. West- 
—_— Work is tobe begun at once. The distance is three 
miles. 


New York, Lake Erie & Western.—This company 
has made an arrangement to extend the second mo: e 
bonds which will mature Sept. 1, 1879, The payment of the 
orincipal is to be extended for 40 years from that date, with 
interest at 5 per cent., payable semi-annually. The arrange- 
ment is made with Drexel, Morgan & Co., of New York, 
and such holders of the bonds as desire to extend them are 

uired to give notice thereof and to deposit their bonds 

with that firm before Aug. 15. Such bonds as are not ex- 
tended wil) be paid at maturity, or Drexel, Morgan & Co. 
offer to buy them now at 100'¢ and accrued interest. The 
second-mortgage bonds outstanding amount to $2,174,000; 
they are securities of unquestioned value, the — ee 
lien on the property being $2,483,000 first-mortgage bonds. 

The train and station-men on this road will be required to 
wear uniforms after July 15. The pattern for the uniform 
has been adopted and the suits will be furnished by the com- 
pany, their cost being deducted from the pay of the em- 
ployés. 

The statement that trains would be withdrawn from the 
Erie & Genesee Valley road, between Dansville, N. Y., and 
Mt. Morris, is denied by local papers. 


New York & Manhattan Beach,—This company, 
having sold certain property to the Manhattan Beach Im- 
provement Company, purposes dividing cash and stock re- 
ceived among its own stockholders. Suit has been brought 
to enjoin the distribution, the question at issue being whether 
holders of bonds convertible into stock are not entitled to 
share. 


Pennsylvania.—Surveys are being made for a loop line 
from the Southwest Pennsylvania Branch at Tarr’s, by way 
of Mt. Pleasant, to Connellsville. The object of the line is to 
reach a coke-producing country. 

The company’s brief or answer in the Junction Railroad 
suits has been filed with the United States Court in Pitts- 
burgh. It is very long, and recites the whole history of the 
case. The chief points are that the case is not a proper one 
for remedy by injunction; that the parties filing the bill are 
not entitled to demand an answer; that the countervailin 
affidavits are of more weight than those filed in support o 
the bill; that the Junction Railroad Hg cong! cannot assert 
any rights over the mile of road which has been adjudged 
the absolute property of the Pennsylvania; and, lastly, that 
the company cannot be compelled to part with its rights in 
that track to its own injury. 


Pennsylvania Railroad in Maryland.—The track 
on this road is now laid from State Line or Ellerslie, Md., 
to Cumberland, six miles. The work of ballasting is in 
srogress, and the road will soon be ready for use. It is 
Puilt to extend the Bedford Division of the Pennsylvania 
Railroad, and to give it an independent entrance into Cum- 
berland. 


Pensacola & Perdido.—Several of the mills served by 
this road are increasing their capacity and production of 
lumber, and a largely increased business has already begun. 


Quebec, Montreal, Ottawa & Occidental.—Mr. 
Walter Shanly, to whom the differences between the Que- 
bec government and the contractors for this road were re- 
ferred as arbitrator, has made his decision, giving Contract- 
or Duncan McDonald $150,000, and his partner Abbott 
$59,000 in full settlement of their claims. 


St. Johns & Indian River.—Chief Engineer Le Baron 
will receive at Titusville, Volusia County, Fia., until Aug. 
15, bids for furnishing a light wood-burning locomotive not 
to exceed 414 tons weight. Gauge not obligatory, though 3 
ft. is preferred. The engine must be able to haul 96 tons 
(besides its own weight) over grades of 25 feet to the mile 
and curves of 955 feet radius at a speed of 15 miles per hour 
on a dry wooden track. 


St. Louis, Alton & Terre Haute.—Notice is given that 
the coupons on the second-mortgage preferred bonds, Series 
C, which became due Feb. 1, 1899, will be paid on presenta- 
tion at the T hird National Bank, New York, on and after 
July 7, in accordance with the order of the Court. 


St. Louis, Iron Mountain & Southern,—The re- 
ports of a consolidation with the Texas & Pacific are de- 
nied by authority. 

The change of gauge from 5 ft. to4 ft. 81¢ in. was suc- 
cessfully made on June 29. Preparations had all been 
made beforehand and the change is thus described in a St. 
Louis dispatch: ‘‘ The actual work of changing track began 
Saturday night at some points as soon asthe midnight trains 
had passed. Over 8,000 men were employed for the occa- 
sion. ‘The men were detailed into squads, and each squad 
was put under the charge of a boss. The bosses were under 
the direction of the meet. 


are four divisions of the [ron Mountain Railroad. 
Texas Division, under the charge of Mr. E. L. Dudley, is 145 
miles in length; the Arkansas Division, under the charge of 
Mr. E. A. Buchanan, is 180 miles in length; the Missouri Di- 
vision, under the charge of Mr. D Axtell, 190 miles in length 





and the St. Louis Division, undé® the charge of Mr. J. J. 
Fry, is 172 miles inlength. A number of cnaliens were fin- 





| Atlanta & Charlotte Air Line,.. 204 Leaven., Lawrence & Gal. 
The | ‘Atlantic & Great Western. 172,179 Little Miami (P., C. & St. L. 





in the afternoon the whole vast work was 
Over 600 a 60 engines and all 
coaches have cut down and are ready for the new 
gauge, and the r business of the road was interfered 
with only about or seven hours. Regular trains will 

this afternoon, and will arrive and ryt as usual. The 
cost of the change will not fall short of ,000.” 


St. Louis & Southeastern.—It is expected that th 
Tennessee and Kentu divisions will be transferred to the 
Louisville & Nashville Company about July 19. 


St. Paul, Minneapolis & Manitoba.—The following 
circular is dated at St. Paul, Minn,, June 23; 

HE oe omgen y havin, pre Se lines of road for- 
merly owned and o er the names of the First 
Division St. Paul & Pacific Railroad. 

Railroad, St. Paul & Pacific Railroad (extension lines), and 
Red River Valley Railroad, they will hereafter all be known 
as and operated under the name of the St. Paul, Minneapc- 
= 3 ~~ Railway Company, with general offices ac 
. Paul, n. 


Salisbury.—This company defaulted on the interest on its 
bonds due July 1. The amount outstanding is about $150,- 
000. The road is 84% miles long, from the Baltimore & 
Ohio in Myersdale, Pa., to Salisbury, The present company 

are 


ished by six o’clock Saturday morning, and by two o'clock 
accomplished. 


acquired F enyyeen through foreclosure. The bonds 
anny held by persons who are largely interested in the 
stock. 


Sedalia & Warsaw.—A contract for building this road 
has been let to Henry McPherson & Co., of ville, Mo., 
who agree to take $80,000 in cash and the balance of their 
pay in stock. The road is to run from Sedalia, Mo., to War- 
saw, 42 miles, and is to be of 3-ft. gauge. 


Southwestern Railway Association.—A dispatch 
from St. Louis, June 30, says : * It has leaked out here that 
in settling the accounts of the defunct Southwestern Railwa 
Association the discovery was made that the Hannibal & 
St. Joseph road had failed to report to the pool officer some 
$92,000 received from freight traffic. e Secre has 
been ordered to make out bills and proceed to collect them. 
Considerable indignation is expressed here among Western 
railroad men over the transaction.” 


Union Pacific.—A suit has been be; nst the estate 
of Oakes Ames to recover money ahen to have been 
fraudulently acquired from the company through the Credit 
Mobilier contracts for building the The suit is similar 


to that brought a short time ago against Henry 8. McComb. 


Utah & Northern.—Trains now run regularly to Eagle 
Rock, Idaho, 207 miles from Ogden, Utah. A heavy busi- 
ness is reported, and the company has 16 engines and 800 
cars in constant use. The grading is finished to Camas, 40 
miles from Eagle Rock, and track is laid to a point 20 
miles beyond Eagle Rock. Camas will be reached in July, 
when trains will run through to that point. 


Washington City, Virginia Midland & Great 
Southern.—A meeting of bondholders was held in Balt, 
more, June 26, and very largely attended. A plan was pre- 
sented providing for the issue of preferred stock for most of 
the overdue coupons, for the general mortgage bonds and 
the floating debt, and for new bonds to re lace the rest of 
the present bonds at reduced retes of fatorest. It wes 
severely criticised and was not adopted. A resolution wes 
passed referring the matter to a committee of nine to pre- 
pare a basis of reorganization and Lo report to an adjourned 
meeting, to be called by the chairman. The committee was 
directed to examine the or as submitted and 
to report to the next rx tem J for action. The resolution 
was adopted, and the following committee appointed; R. 
T. Baldwin (chairman), Major C. M. Blackford, J. K, Cowan, 
Skipwith Wilmer, Wm. F, Frick, R. H. Garden, G. W. 
Brown, Jos, Bryan, L. L. Conrad. On motion, the commit- 
tee was directed to have their report printed and circulated 
among the stockholders previous to the called meeting. 

A resolution approving the action of Mr. J. 8. Barbour, 
the Receiver of the road, in making the contract for the con- 
struction of the Charlottesville & idan Railroad under 
the decree of the Circuit Court of Alexandria, and asking 
the Court to codperate with the Receiver in completing the 
road, was unanimously adopted, after which the meeting ad- 
journed to await the call of the committee, 


Western Union.—A settlement has been concluded be- 
tween the Chicago, Milwaukee & St. Paul Company, owner 
of the majority of this company’s stock, and the liquidators 
of the City of Glasgow Bank, the chief owner of the bonds. 
The agreement has been signed and will be submitted to the 
Court for its approval, It provides for the withdrawal of 
the foreclosure suit and the lease of the road for 999 years 
to the Chicago, Milwaukee & St. Paul, the lessee to - 
tee the interest on the $8,500,000 bonds. The details of the 
agreement are not made public and it is not stated whether 
the coupon of February last, the-only one in default, will be 
paid, This adds 218 miles to the system directly worked by 
the St. Paul € re but will make little or no difference 
in management, as the road has long been controlled and 
worked directly 1n the interest of that company. 


Zulia & San Jose de Cucuta,—This company has 
begun the construction of a short railroad of Tr gauge 


from tide water on Lake Maracaibo in the eastern part of 
Colombia (close to the Venezuela line) up to the valley of the 
Cucuta, where there is a considerable production of coffee 
which now has to be carried over a road 88 miles long. 
The company begins by constructing a section of 18 kilo- 
meters (11 miles), for which it has purchased some rollin 
stock in this country. It owns the old cart road, over whic 
there isa business of 18,560 tons a year, yielding in tolls 
about $61,000 above expenses, or nearly re 000 per mile, 
which ought to cover the entire interest on the cost of the 
light railroad which it is intended co build. It is estimated 
that the 3314 miles will cost less than $500,000, All the 
material can be brought to the terminus in boats, The profits 
of the wagon road will be devoted to the construction of the 
railroad, which is to be completed by April 1, 1882. Mr. 
Juan N. Gonzalez, the Chief Engineer, has recently been in 
this country to buy material for the road. 


ANNUAL REPORTS, 


The following is an index to the reports of companies 


| which have been reviewed in previous numbers of this vol- 


ume of the Railroad Gazette : 


masters, andthe roadmasters were Page. page. 
under the direction of the division superintendents, the whole | Allegheny Valley. se. -+0++20- 32 Lake Shore & Mich. South., 254, 261 
being under the general supervision of Mr. Soper. There | Ath 901 


ison, Topeka & Santa Fe,. 277 Lehigh Valley...................+ 





Baltimore & Potomac.......... 882 Long Island 























Boston & Albany............«+- 73 Maine Central..................+ 
| Boston, Clint., Fitch, & N. B.... 12 anchester & Lawrence ....... B45 
| Boston, Concord & Montreal... 332 Marquette, Houghton & Ont.... 362 
Boston & Lowell...,.... 40 Memphis & Charleston......... 191 
| Boston & N. Y. Air Line .-- 832 M ichigan Central, .....262, 260, 277 
Central, of Llow@,.......6+- «+++ 1 ississippi & Tennessee........ 27 
Central, of New Jersey......... 121 Mobile & Montgomery.......... 320 
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Ghariorte, Cole ‘® Aagusta,..* tor fl The work done for the year on all lines was as follows: 
arlotte, Co! -» 121 Morris and Fasex............... | 
Guastiars (P.O, 3 reasenees mi ..-- mileage: 1878-79. 1877-78 Inc. or Dee. P.c 
hess Oa ~< | Passenger isoab 0 1,371,407 L 214,503 1 
Chesapeake & Onto SERM or> +> Say ae | Freight... J04014 — 43300,961 TF 1,038,958 
Chi. Burlington & & Quine 136 Service. "365 ), 266 557, 7 I 
Chic ago & i. 7 Iiinols. 1 | _ _ 
+ Chicago. Mil. & St, Paul Total..... 7,546,090 6,290,079 I. 
fin. & Mus. Val. Wi Si & 205 | Passengers carried, 1,500,960 1,552,559 D. 
Cleve; Col, a n, & Ind. . 4 ( | guaeenger mileage, 62,811,574 62,098,473 I. 713.101 
“anve..4 Vv tiaburgh ‘ons freight car y 
Col, Cee & Tad ‘Sear ie 1 REO. ovepemn (ow Bempehis ried.. 2,236,270 468,152 26.5 









Aides cnghinads eoveee 
( ‘ol. + "Hos king Valley: : 
Columbus & Toledo... 
Concord weee wee 
Connecticut River........ cedtee 
Dakota Southera.. ee 
Dayton & Southeastern - 
Delaware. 
Delaware & Bound Brook: 
Delaware & Hudson Vane 
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Del, Lack, & Western. . 

Detroit & Bay Clty...... Co. 
Detroit, Lan, & No.. P os 211, 218 
Deiaware Western........ ° Pitts., qyeuayille RK nest va }in4 
BASteeD. «00 0s00 'ondoves oe es ( , 4) BOS 
Wel RVG. .ciscoscescovne. cos te ° Pitta, Wh. dd & “Oedenatinns ae ¥ #1 
Erie & Pittsburgh (Penna. Go.).: 218 presseence & . 2u2 
Fitchburg. ...0..++as00 ' 2 wnd & Danville...... .. vi 
Galv., . Houston & Henderson "elt omy Fred tr k Potomac. 78 
Georgia ‘ serereseseces OUR MOCK Island & Peoris........... 
Grand Trunk.........+« 72). 277 Rome, Wow vn & carteneuiionte, 247 
Great Western, of Ganada,.... 278 St, Louis, Lro & Southern. L180 
Hannibal & St. Joseph...... - 152 St. Louis, Kan. Chis & Norther 192 
Hartford, Prov. & hkill .... 122 St. Louls & Southeastern.. . 204 
Havana, Rentoul & Eastern. .. 232 St. Louis, Van. & Terre Haute.. 7 
Housatonic,....... . 182 Seloto Vi B10 
Hunt. & Broad Top 2 2A8 
[iinols Central,......++»++ . 106 D4 
Iilinols Raflroad Gommisston.. 117 fl 165 
Indianapolis, Bloom, & West.. 206 U.8 Roll K Stock € q7 
Indianapolis & St, Louls,...+++ " Utica & Black Kiver 202 
Ind. & Vincennes (Penna, Co,)., 218 Wabash................ 19% 
International & Gt, Rosiyere.. 205 Wash. City, Va. Mid, & Gt.So., 54 
Iowa Ratlroad Comm! 6 tern Railroad Association.. 4 
Jeff., Mad. &Ind. (Penna. ©o.),. 218 Wilmington & Northern....... B48 
Kan. City, St, yon.G Cc. seqnueee (| Wilmington & Weldon. ; seeuinihee 66 
Kansas Pacitic,. o paetdounhes Wis. Railroad Commission.... 7 
Kentucky Central... Voctee ‘ Worcester & Nashua............ 106 








Chicago, Rock Isls Island & Pacific. 


The roads worked by this comp company at the close of the last 
fiscal year, March 81, 1879, were as follows: 





Miles. 
Main Line, Chicago to Council Bluffs.... ................. 500.25 
Jranch, South Englewood to South Chicag: NAN See ee 9. 00 
Branch, Wilton Junction, Ta., to Knoxville. Te eee 128,00 
Branch, Des Moines, la., to Indianola and Winterset. ...... 48,00 
Branch, Atlantic, la., to = GCS igs Rie 25.00 
Branch, Avoca, Ia,, to Harlan ............ 6... cece cence eeeee a) 
Total owmMal. 35. ance cities Pwses doiss vicsseccioeee 72, 25 
Peoria & Bureau Valley, Bureau Junetion, Il., 
PUOKSE. «a0 ced ch aat tad edemskl Sendh 6oueketh + cnasets 46.75 
lowa Southern & Missouri Northern, Washington, 
Ia., to Leavenworth, Bam, ...... 2.60.0. -0e5 eevee & 1,00 
Branch, Edgerton, Mo., % Atchison, “2 eae 29,00 
Keokuk & Des Moines, Des Moines, la’., to Keokuk, 162.00 dine 
oer -ie 
Total rosea Jak wae. Chats biel « d vwdds bases void ove y's 1,231,00 


The lines worked were increased during the year by the 
a of the Harlan and Audubon branches, 37 miles, and 
the lease of the Keokuk & Des Moines road, 162 miles. The 
average mileage for the year was 1,125 miles, a inst 1,082 
for the preceding year, Of the lines worked 235 miles are 
in Iinois, 826 in Towa, 169 in Missouri and 2 in Kansas. 

The iY uipment consists of 259 engines; 16 sleeping, 


dining, 90 passenger, 81 baggage and 6 postal cars; 8, iss 
box, Bho 2 stock, is) Reker res | coal and 140 caboose 
cars; 1 officers repair and gravel and hand 
cars. Additions {ipay. 5 the year were § heavy freight and 


6 swite ig ye ay 2 sleeping, 6 passenger, 18 caboose, 
464 box, 100 stock and 180 Oe form and coal cars, 

The Land Department reports 300,000 acres still unsold. 
Sales for the year were 21,348 acres for $183,454.92, an 
average of $8.59 per acre. Interest received was $77,377.30, 
Bills receivable held at the close of the year amounted to 
$825,740.51. The Land Department paid $46,397.62 for 
taxes. on lands. From the receipts of the year $170,000 
were paid to the Sinking Fund Commissioners, making $ 
total of $940,000 paid into the sinking fund from ‘land sake 
The two new branches in Iowa were built to make available 
lands remote from the main line. 

The balance sheet is as follows: 


Stock ($29,048 per mile), $20,980,000 .00 


Bonds ($13,821 per mile). . Re es is SRE 2) a pl 9,982,000. 00 
Suspense account PP RP iw ve sUehiecbUdidecivdbsSerees 6,741.44 
Profit and loss, exchanging bonds................. 4,855.00 
Profit, balance of income account............... 6,267 454.25 
CUR «one Lan chth RERSER DERM AAAs aeeae > ° . $37.240,550.60 
Road and equipment ($46,423 per 
OOF sh 2. FE oe cob baamheserentises $33,528, 805.01 
Railroad bridge at Rock Island... . 758,520.10 
Audubon and n branches, 
cConstructiON, ..., 66s csceeeeesseaees 266,197.70 
Stock in connecting roads.......... 873,289.84 
Six per cent. mortgage bonds on 
DNS...» onncaennd nh < MAAROMhe 0.008: > 223,000.00 
Loans payee on demand and cash 
fxs ROUT WON wieihacdsonnse panes: vs 1,147,144.90 
Due from Post Office Department. . . 24,889.01 
Materials, fuel, ete,, on hand........ 255,681.50 
Cash and balances due, Local ‘Treas- 
Urer, CRICRO os5coicr0 006! vomenaee, 163,015.73 








~ $37,240,550.69 | 


Stock includes $100 fractional scrip convertible into stock ; 
the total amount of stock authorized is $25,000,000. The 
vonds outstanding consist of $5,540,000 mortgage 6 per cent. 
coupon bonds; $4,425,000 m 6 per cent. registered 
bonds; $12,000 sinkin fund 7 per cent. bonds, which have 
been called in, and $5, 000 income 6 per cent. bonds. 

The Commissioners of the sinking fund report $170,000, re- 
ceived, which, with $32,005.22 on hand makes $202,005.22. 
They have expended $157, 185 in redeeming $150, 000 mort- 
gage sinking fund bonds, leavin , 820.22 on hand. The bal- 
ances have transfe: e company and the accounts 
closed. In the — fund? for the income bonds of 1895, 
there is reported $8 invested in bonds and $574.38 cash. 
As all except Se odd of the income bonds have been ex- 
changed for the new issue, the board has directed this sinking 
fund to be closed and the assets credited to profit and loss 
account, provision having been made to protect fhe bonds 
still outstanding. 

The following Factailed statement is made of the disposition 
of surplus earnings: 


Cost of road, equipment, Rock Island bridge and 






new branches Snel. ill AAG $34,553,529,71 
Stock issued.. . $20,980,000 
Bonds issued 


9:982;000 
——————._ 30,962,000.00 


- 3,08, 529.71 





Surplus absorbed in construction account. . 


Cash, loans, materials, balances hoe Dag b MeN aia od 1,590,731.14 
Btoc k in connecting roads, and bonds........ ...... 1 _1,000,280.84 84 
yn Rea Hace ek? Gh 7) eno y a aan - $0,278.55 78,550.69 

Less. cele due, suspense yand other accounts. 11,096.44 
Total surplus account... 9 ..... 6... eeee eens oS 


7 1,768,118 I, 
Tonnage mileage. I 


484,610,200 357,259,086 I. 127,351,123 35.6 
Av. train load: 
Passengers, num 
ber.:... 40.00 45.25 D 5.25 11.6 
Freight, tons. 89.83 81.92 I 7.91 7 


This statement does not include company. freight, which 
was last year 201,776 tons, or 26,249,595 tons moved one 
mile, but for which no charge was made, 

The average receipt and cost. per mile were as follows, in 


cents : 
1878-79, 1877-78. Inc. or Dec. P.c 
Receipt per passenger train- 

mile... . ya'aee éle's 118.000 154.000 D, 36.000 23.4 
Receipt per freight train- 

Rs casing ade hincogor 129.000 128.000 I. 1,000 0.8 
Cost per train-mile. . 67.300 70.000 D,. 2.700 3.9 
Maintenance of way ‘per 

train-nile. ‘ . 18,830 13.320 =O. 0.510 3.8 
Motive power per train-mile. 16.580 17.210 D. 0.630 3.7 
Receipt per cen nger pe r 

mile.,... 2,974 2074 . oplas ; 
Receipt per ton pe r mile 1.430 1.560 D. 0,130 8.3 
Cost per passenger or ton 

per mile, Sis ae 0,885 1.010 D. 0.125 12.4 


Average mileage made by each locomotive in service was 
80,225 miles: baggage car, 68,451; passenger car, 54,959, 
and freight car, 17,410 miles. 

The traffic per mile of road was as follows : 


1878-79. 1077-78, Inc. or Dee. P.e 
Passenger- train inile page 1,410 1,329 I. 81 6.1 
Freight v ee 4,795 4,226 L, 569 «13.5 
Other = Mot eames 502 40 D, 38 7.0 
Passenger mileage. . 55,833 60,173 D. 4,340 7.2 
Tonnage mileage..... 430,765 346,181 I, 84,5%4 24.4 


The growth of the freight traffic and the 
of rates is shown by the following table, « 
being included in the total: 


steady decrease 
company freight 









Rate per ton 

Tonnage per tile. 
mileage. Cents. 
1869 70. 130,685,671 2.74 
151,864,519 2.64 
... 168,764,688 2.49 
«212, a ,004 2 29 
nebkea 41 2.07 
¢ 1.92 
288, 2 5.696 1.91 
37,135,683 1.71 
cess 70. 436,382 1.56 
1878-70 itekbbeue 510,859 804 1.43 

The earnings for the year were as follows: 

1878-79. 1877-78. Inc, or Dee. P. c. 
Passengers..$1,868,027.71 $1,846,653 .62 ‘ $21,374.09 i. 
Freight 6,029,925 .0u 5,575,733.43 1. 1,554,192.56 24.3 
Mail and ; 

express... 267,083.29 259,963.20 I 7,120.09 2.7 
Rents, inter 
est, ete 247,918.85 A418 I 113,492.65 84.4 
Mileage of 
cars 88,800.82 71,004.56 J 17,796.26 25.0 
Telegraph 
line 8,076.77 8,089.27 D. 12.50 0.1 
Total. ...$9,400,833.41 $7,805,870.26 I. $1, ae 3,9053,.15 19.2 
Expe nses 4,861,716.79 4,137,118.25 1. 724,603.54 17.5 
‘Taxes 218,155.70 247,400.75 D, 20,245.05 11.8 
Total....85,079, 872.49 $4,584,514.00 I $695,358.49 15.9 
Net earn 
ings. ..85,329,960.92 $3,511,356.26 LL, $818,604.66 23.3 
Gross earn 
per mile 8.564.350 7,651.04 I 713.26 9.3 
Net earn, per 
mile 3,848.85 3,402.48 I, 446.37 13.1 
Per cent 
working 
expenses,, 51.67 2.40 D. 0.73 1.4 
Per cent 
exps. and 
taxes 53.90 .538 DD, a4 2.8 


Payments from net earnings were as follows: 


Rentals of leased roads 

Interest on bonded debt 

Dividends 

Improvements, e quipme nt and new branches 


$193,750.00 
939,830.00 
1,997,080.00 
966,551.00 


Total.... - $4,097, 211.09 


Leaving a surplus of $232,749.83 for the year. The 
amount expended for new equipment Sakae 7,808,12; new 
branches $266,197.70, leaving $282,545.2 spent on im 
provements of road, This inc luded 760 fe a of bridges and 
culverts, reducing several grades and filling trestles and a 
number of new station buildings, besides 9.1 miles of new 
sidings. Further improvements are being made this year, 
| including 20 miles of second track on the Minois Division. 
There were used in renewals 15,482 tons of steel rails and 
471,733 new ties. 

The income account, 
Balance, April 1, 1878 ty 
Assets of ine ome bond sinking fund 
Assets of 7 per cent, bond sinking fund. . 
Gross earnings 


somewhat condensed, was as follows: 


$8,296,032.29 
87,574.38 
911,248.72 
9,409,833.41 


Total. ; 
Expenses and taxes... 
Interest on company’s bonds ; 

bb on Chicago & Southwe »stern 


ety ye eee $18,7 704, 688.5 80 
. .$5,079,872.49 
589,830.00 


DORA 046 cies) ens daoees e 350,000.00 
Interest on Keokuk & Des Momes 
bonds... 68,750.00 


125,000.00 
1,993,086.00 


Rental Peoria & Bureau Valle; sv 

Dividends 

lowa Southern & Mo. Northe rm ‘stoc k, 
52,40 shares, transferred to Treas 
urer in trust 


‘road. 


4,230,696,06 
eens - 12,497,234. 55 


$6,267, 


The credits to this account of the assets of the sinking 
funds are made in consequence of the closing up of those 
funds, as referred to above. 

The report says: “In the foreclosure of the Chicago & 
Southwestern Railroad, the lowa Southern & Missouri North- 
j ern Railroad Company became the purchaser of the former 

road, and issued to this company 52,450 shares of their capi- 
tal stock, for the sums which had been expended by this 
company, which said shares of the lowa Southern & Missouri 
Northern road were, by resolution of the board of directors, 
transferred to the Treasurer of the Chicago, Rock Island & 
Pacific road, to be by him held in trust for the stockholders 
during the lease of said Iowa Southern & Missouri Northern 
road to this company, which expires in 1926, when the 





Balance, April 1, 1879. 454, 25 








| chief business of the road is the summer 
| Atlantic City, 


| for the 





[JoLy 4, 1879 


shares so held in trust are to become the property of this 
company. This course was deemed preferable to a division 
of the shares, so that the control of the lowa Southern & 
Missouri Northern should remain with this company. 

**In the early part of 1878 the Keokuk & Des Moines 
Railway Company, owning and operating a railway ex- 
tending from the city of Keokuk to Des Moines, made pro- 
posals to lease its railway and rolling stock to this company. 
As this line of railway crossed two of your branch roads, 
and run parallel and near ‘to the main line for a consider. 
able distance east of Des Moines, and by its favorable con 
nections with other railroads and Mississippi River boats 
was able to take business” for, and offer through rates to, 
Eastern and Southern markets, thus forcing, at times, a 
spirited and damaging competition at several points, your 
board deemed it wise to give careful consideration to the 
proposition. 

After a thorough study of the situation, by a com- 
mittee representing. the boards of both companies, a lease 
was drawn up and executed, conveying to the Chicago, 

Rock Island & Pacific Railroad Company the entire con- 
trol and management of the Keokuk & Des Moines Rail- 
way, with its equipment, for the term of 45 years, 
that being the duration of the corporate existence of that 
company. The conditions are, briefly, that the lessee shall 
operate and maintain in good condition, and pay to the 
lessor 25 per cent. of the gross earnings of said leased road, 
gus rrantee ing that said 25 per cent. of earnings 
shall be equal to the payment semi-annually of 5 per cent. 
interest on a bonded debt of $2,750,000, or $16,975 per mile 
of road. 

‘The contract also provided that a majority of the Keo- 
kuk & Des Moines Railway stock should be sold to the lessee 
for a nominal consideration, and after ratification of lease 
by stockholders, the control of said board was to be given to 
the lessee, all of which conditions have been fulfilled. The 
road has been operated under lease since Oct. 1 last with 
satisfactory results. The property conveyed by lease con- 
sisted of 162 miles of railroad, with side tracks, station 
buildings, shops, machinery and tools, 18 locomotives, and 
550 cars of all classes.” 


Camden & Atlantic. 


This company owns a line from Camden, N. J., to Atlantic 


. ity, 60 miles, and it leases the May’s Landing road, from 
gg Harbor City to May’s Landing, 7 miles. The company 
} = Po a ferry between Camden and Philadelphia. The 


jleasure travel to 
though there is a well-settled country along 
chiefly devote <1 to raising fruits and vegetables for 
which yields a « mane rable traffic. The report is 
year ending Dee. 81, 

The equipment ‘consists of 3" engines ; 
smoking and mail and 4 baggage cars; 50 box, 61 gondola, 7 
flat, 13 lime and 8 timber truck cars: 1 wreck, 1 derrick 
and 1 working car. There are also 8 horse-cars used on the 
track in Atlantic City. One light engine was bought and 
one smoking and mail car built during the year. 

The general account is as follows: 


the line, 
market, 


60 posers 5 


| Stock ($20,262 per mile) ee vebea tira ee ad $1,215,711 .50 
Bonded debt ($18,044 per mile) ...............-. 1,082,650 .65 
Floating debt..............+5: sais 46,984 .60 


Profit and loss. . 369,417.32 


Total PE EO OP Pee | ee $2,714,764 .07 
Property ace ounts ($43,363 pe r mile), $2,601,679 .98 
Stocks and bonds owne ‘d ‘> ; 38,729.47 
Cash, materials and receivables. . 84,354.62 

—————— $2, 714,764.07 

Of the stock $838,150 is preferred, $377,400 common 

stock and $161.50 scrip. The bonded debt consists of $40, - 

000 first, $497,000 second-mortgage bonds, $250.65 interest 

serip, and $95,400 land bonds and mortgages. There was 






| no change in stock or bonds during the year. 
The earnings for the year were as follows: 
1878, 1877. Inc. or Dec. P.c. 
Passengers ... $253,816.55 $284,258.11 D.$20,441.56 10.7 
Freight 61,091.83 104,813.55 D. 43,721.72 41.7 
Express, ete. 35,199.75 42,193.28 D. 6,993.53 16.7 
M ay'’s Landing 
PANGR ..06 secs 3,3538,68 3.17L18 L 167.50 5.2 
45,614.12 43,047.34 I, 2,566. bid 6.0 
1,060.93 $477,483.46 D. $78, 42?! 5 16.4 
77,847.66 300,441.89 D, 22, 504.23 7.5 





Net earnings. .$121 $177,041.5 D.$55,828.3 30 x15 
Gross e arn. per mile 7 126.62 D. 1,170.49 16.4 
Net SOf 1,642.41 D. 833.26 315 
Per cent. of exps. 69. OA 62.92 I, 6.72 10.7 


The main line earnings, excluding the branch and ferry, 
were $5,835.14 per mile. The May’s Landing Branch, after 
deducting expenses and rental, showed a net loss of $6,947.20 
for the year. 

Payments from net earnings were as follows : 


Wet Cesc lu citisrtieiwes sls obcdvess .$121,213.27 
Interest and pre ANN i ie, Si eh <> porddbton D, 604.95 
State tax on value of road... af 





Old claims and sundry items. . 
—— 93,950.62 


Surplus. . $27 7,262.65 


for new construction and catiniaind were 
$23,869.99. The balance, $3,392.66, is accounted for by 
increase of floating assets’ surplus over floating debt. 

The mileage for the year was as follows: 


-Main Line 
1878, 1877. 


Payments 





—May’s L., Br. 
1878. 187 


4g 
Engine mileage ‘ 268,154 249,219 9,976 9,991 
Passenger car mileage 994.002 883,916 | yn os 
Freight car mileage. . 547,136 621.133¢ 15,367 14,623 


Cost per train-mile. . . 84.5 ets. 
Cost per car-mile 14.7 15.3 
The average mileage per engine was 22,346 miles. The 
nature of the traffic is illustrated by the fact that 560,766 
passenger car miles—56.4 per cent. of the total—were run in 
the three months of July, August and September, showing 
an average of 183,922 car-miles per month for those three 
months, against 48,137 per month for the rest of the year. 
The loss of earnings came wholly from the compatition of 
a new parallel line. Fre sight rates were largely reduced. Pas- 
senger rates were so cut dow n as to produce a decrease in earn- 
ings with a large increase in traffic. At no time during the 
year did the fare exceed $1, or 124 cents per mile for the 60 
miles from Philadelphia to Atlantic City, or $1.50 (114 cents 
per mile) for the round trip, while large numbers were 
carried at lower rates. The decrease in rates was greater 
thanfcould be offset by any possible economy in transportation. 
During the year 328!¢ tons of steel, 239%{ tons iron rails 
and 22,018 new ties were laid ; about a mile of new sidings 
were built, The iron bridge at Kirkwood was completed, 
Blue Anchor trestle filled in and several bridges rebuilt. 
Several stations were built. The repair shops were improved 
by the addition of several new tools, and dbout. half the 
vassenger equipment provided with the Westinghouse brake. 
Yew semaphore signals were put up at all the telegraph sta- 
tions, and have been very useful in regulating the move- 
ment of trains, especially in the busy season, whenit is often 
necessary to dispatch several passenger trains in quick suc- 
cession. 


92.4 cts. 52.0 cts. 48.6 cts. 
es aa a 


